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A. H. King’s India Rubber-Ball Car Springs. 





The illustrations herewith presented show springs for pas- 
senger, freight and other cars, constructed by forming india 
rubber into solid spherical masses, and confining the same 
within cast-iron boxes or cases. These cases are of various 
patterns, and contain from two to twelve solid spheres or balls, 
according to the position they are placed in and the work they 
are required to perform. The boxes are half an inch thick and 
sufficiently strong to withstand the outward pressure of the 
balls when the latter are loaded. The follower on which the 
balls rest is made so as to work within the box, thereby allow- 
ing the balls to expand and contract freely as the load applied 
varies. The balls are made of such a quality of rubber that 
they will not crack open, neither will they be affected by the 
coldest temperature, ; 

The peculiarity of this spring is that,the balls coming in contact 
with each other and the box at fine points only, it admits of in- 
stantaneous action when the load is increased or decreased, 
making the spring very sensitive and self-graduating. A great 
deal of the year of freight cars is caused by being run at high 








Inside View of Freight Car Bolster Spring, 


speed, when empty, on springs which are so rigid that they will 
not vibrate without a heavier load. The result is that the car is 
go shaken that the joints and nails become loose. Itis claimed 
that an empty car will ride on the rubber-ball spring as easily as 
it will if partly‘or fully loaded. It also frequently occurs that a 
car is so overloaded that the springs are set, and cease to act ex- 
cept when the wheels strike a rough spot,when the car is thrown 
up and comes down with a ‘‘thud,” and the wheels and axles 
receive the full shock. The rubber balls have so much room to 
expand in every direction that they cannot become a solid 
mass with any load which may be placed in acar. The balls 
will not rub or chafe, as the expansion and contraction of the 
rubber is above and below the points of contact, 

These springs are now used on the Atlantic & Great Western, 
New York & Oswego Midland, Flushing & North Side, Nashua, 
Acton & Boston, Worcester & Nashua, Taunton Branch, Boston 
& Providence, and Now Jersey West Line Railroad, and by the 
Empire Transportation Company. They are manufactured and 
sold by Mr. A. H. King, No. 94 Liberty street, New York, who 
is the inventor and sole owner of the patents. 











Road Locomotives. 





A Belgium exchange informs us that a firm in Gummersbach, 
dn Rhenish Prussia, has organized a regular service of wagons 
with steam road locomotives for transporting merchandise on 
ttwo routes, one from Gummersbach west to Cologne, and one 
‘from Gummersbach northwest to Lennep. Each route is as 
much as twenty miles long. 








The steamship Ohio, the second of the line to ply between 


Philadelphia and Liverpool in‘tonnection with the Pennsylva- 
nia Railroad, was la ed on the 30th ult. 
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[The fcllowing paper of this series is republished be- 
cause of the serious errors in some of its most important 
statements, made by the writer in copying and arranging 
material selected and prepared beforehand (and, it is be- 
lieved, selected and prepared with great care and accu- 
racy). In the former publication rules were put under 
one head that should have been under another, and the 
result was some absurdities which, as they stood, fully 
justified the criticism of “D.T.” The writer has care- 
fully reviewed the paper, and as it now stands is ready to 
maintain its accuracy for practical purposes, while its 
convenience he has fully tested and unhesitatingly recom- 
mends,—EDI!ITOR RalLRoAD GAZETTE. | 

ESTIMATING EABTHWORK. 

For the sake of convenience [ shall discuss the subject of | 
estimating the earthwork of railroads under three heads, viz : 

1. General Estimates, mado for the purpose of convenience 


for reference in lotting contracts and calculating the probable 
cost of building the road. 


2, Monthly Estimates, made each month by the field engineer 





arr, 


Equalizing Spring for Passenger) Car, 


in order to ascertain the amount due the contractors for work 
done. 

8. Final estimates, mado after all the work is completed by the 
contractors and accepted by the engineer. 

And first let us examine the best methods of calculating the 
cubic contents of earthwork. Where all the sides of a body are 
parallel, the superficial area of a right cross-section multiplied 
by. the length of the body will give the cubic contents of the 
body. Thus, if with a level grade you havea cntting in ground 
whose surface is level, to find the cubic contents of the excava- 
tion you have only to find the superficial area in feet or yards 
of a cross-section, and multiply this area by the length of the 
cut in feet or yards. But, since in practice it generally hap- 
pens that not only are the grade line andthe ground surface 
not parallel, but the ground surface laterally sloping, it has 
been necessary to look for a rule adapted to the solution of this 
latter case, and mathematicians have long since demonstrated 
the accuracy and utility, for this purpose, of the 

PRISMOIDAL FORMULA, 
which has been thus enunciated : 

1, Take a cross-section at each end of the prismoid (which in 
this case is a cutting or embankment) and one at the middle of 
the same. Then, fo he sum of the two end areas add four times 
the middle area_and multiply the result by one-sixth of the length 
of the prismoid. 

To find the area of any cross-section, where the ground sur- 
face is laterally very nearly or quite level, the following rule is 
sufficiently accurate : 

2. Add together the side-cuttings (or side-fillings as the case 
may be) and multiply the sum by half the breadth of the road- 








way, and set aside the product. Then multiply the product of 
the side-cuttings (or side-fillings) by the ratio of the side« 





slopes to unity andadd the result to the product already set 
aside. 


Result will be the cross-sectional area. 
To make this important rule plain, let us take an example ; 


Suppose thesum of the side-cuttings or side-fillings to be 20 
feet, and one-half the breadth of the roadway to be 8 feet. Then 
20 x 8 = 160, the product to be set aside. Then suppose tho 
product of the side-cuttings is 75 feet and the ratio of the sid: - 
slopes to unity, 14 to 1. Then, 75 x 14 = 112.5. Thon 
160 + 112.5 — 272.5, the area of the cross-section. 


To find the area of any cross-section, the following is the best 


rule, though frequently to be dispensed with where less labor 
and time will bring as good practical results by simpler 
methods : 


3. Draw a plan of the cross-section to any convenient scale, 


Then divide the area into triangles. Then the base of a triangle 
multiplied by the vertical distance from the apex to the bare 
and the prodact divided by 2 gives the area of the triangle. Of 
course if the cross-section is divided into triangles the sum 
of the arzas of tho triangles will be the area of the cros- 
section. 


The prismoidal formula and the rule last given are presente: 


for use in cases where the methods below explained cannot be 
applied. The best practical methods of preparing estimato 
sheets will now be carefully explained, and first for general or 
preliminary estimates. 


CALCULATING THE CROSS-AVERAGE. 
4. To the sum of the side depths add twice the centre depth of 


the cutting or embankment and divide by 4. The result will bo 





Inside View of Freight Car Pedestal Spring, 


the average depth of the cross-section. This is called the cross. 
average, 


CALCULATING THE LENGTH-AVERAGE, 


5. Divide the sum of two consecutive cross-averages by 2; 
quotient will be the length-average depth of the prismoid. 


CALCULATING THE CUBIC CONTENTS. 

The cubic contents of railroad earthwork is generally ex- 
pressed in yards. A cubic yard is therefore taken as the unit 
ofexpression. The following rule is simple and accurate, giy- 
ing results entirely satisfactory where the lateral slope of the 
ground surface. has not been go irregular that the rules for as- 
certaining the cross and length-averages could not be safely 
applied : 

6. Rule for finding the cubic contents of a prismoid.—To the 
breadth of the roadway add the depth (length-average) of the 
cut or fill, multiplied by the ratio of the side-slopes to unity ; 
multiply the product by the depth (length-average) of the cut 
or fill, and multiply this result by the length of the prismoid, 
and divide the final product by 27; if your measurements have 
been in feet, result will be the contents of the prismoid in cubic 
yards. 

The ratio of the side-slopes of cuts is most frequently 1 to 1, 
in which case, where the engineer has a reliable table of the 
squares of numbers, say from 1 to 1,000, the following is tho 
shortest rule for finding the cross-sectional area: 

7. Add the depth of cut or fill (cross-average) to half the 
breadth of the roadway. From the square of this sum subtract 
the square of half the breadth of the roadway, Result will L¢ 
cross-sectional area. 

Where the lateral slope of the ground surface is brokgn a d 
irregular, the levels for cross-section must be so taken as tu 
shoy these lateral undulations, and the areas must be calcu- 
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lated by dividing the cross-sections into triangles. This done, 
the prismoida! formula must be applied in calculating the cubic 
contents. 

For estimate-sheets, rule large-sized foolscap paper into five 
columns, headed as follows : 





Station. | Slope. [Length average. Excavation. | Embankment. 
} | 


ead : 











Now, by the rules already given, calculate from your cross- 
section book the length-average between each two consecutive 
cross-sections, and place it in the proper column, opposite the 
second of the two cross-sections, as numbered in the column 
headed “station,” and mark it + or —, according as the work 
is cut or fill. : Place your slope ratio in the column headed 
“slope.” Then: by Rule 5 find the cubic yards of excavation or 
embankment contained between the first two cross-sections, 
and place the number in the proper column, and go on. 

The above rules and illustrations will be sufficient to direct 
the young engineer in the matters to which they apply, and 
the next thing about which he will naturally inquire is how 
properly to prepare a monthly estimate, a subject touching 
which little is to be found in the pocket-books prepared for the 
profession. It is the general custom with railroad builders to 
pay their contractors once a month for all the work done dur- 
ing the month next preceding the settlement, less ten per cent. 

Monthly estimates should be made with great care, though i‘ 
must be admitted that most of our field engineers are in the 
habit of doing some “tall guessing” in the performanico of 
this duty. You should go over the work carefully and measure 
the oxcayation and embankment, entering the dimensions of 
each in a conveniont form in a small field-book, indicating 
finished work by some appropriate sign for your own informa- 
tioa. This done, it is short work to ascertain with sufficient 
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accuracy the cubic yards of work done, from which having 
subtracted ten per cent. your report is ready. The level should 
be used wherever a cut or fill cannot with rod and tape-line be 
measured with sufficient accuracy. A little practice and the 
exercise of a little judgment will soon teach the young en- 
gineer how to dispatch this duty rapidly and satisfactorily. 

Final estimates are made after the earthwork has all been 
finished by the contractor and received by the engineer. This 
requires the highest degree of accuracy. Measurements ahould 
be made with great care of the top-width of cuts, the breadth 
of the roadway in both cutting and embankment, the dimen- 
sions of the sido-ditches, of borrow-pita, and, in fact, every- 
thing that is an element in the contract for work. After these 
data have been gathered, and from them an estimate of all the 
earthwork mvle, the sumof all the monthly estimates is sub- 
tracted therefrom, making due allowance for the deducted 10 
per cent., and a final settlement is reached. 

In ‘the proper place, under the head “Superintending a Divi- 
sion,” information will be given in some matters having impor- 
tant bearing on the subject of estimates. 

Concluding this paper, it may be remarked that no final esti- 
mate ought to be treated as of any value unless itis based on 
the most careful personal examinations and measurements of 
the engineer. The elements of an estimate vary with each 
contract, and in the hands of the field-engineer are placed the 
interests of both corporation and contractors. He should never 
swerve an inch from the direct line of his duties. | Hoosier. 
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Travelers’ Grievances. 











New Yors, November 4, 1872. 
To raz Eprron oF THE RarRoaD GAZETTE : 

I was much interested in your article entitled “‘ From New 
York to Philadelphia,” in the paper of November 2. I have, 
since reading that article, been twice on the same route, and on 
no train was a single item in the tale of discomburts omilled. 
After a hard day’s work I feel like taking a nap in the evenias 
train. Oatheso trains it was a feat not tv be thought of, with 
four of the most persistent young men I ever met on a train, 
foremog} among them that same oysterman. I have good rea- 


mT 


too ; and the vender of light reading, the boy with maple-sugar 
caramels, only original and genuine. I feel truly grateful to 
you for bringing this evil to the notice of railroad officials, and 
hope this notice may help to work a remedy. TRAVELER. 








Changing Curves—Laying out Trestles on Curves. 





To THE Eprror OF THE RAILROAD GAZETTE : 

The answer of “‘ Hoosier” to “T.” shows either an evident 
weakness on his part, or an inability to answer the questions 
proposed. As he says, I do want to know something—if, how- 
ever, that something is worth knowing. 

The only answer he has given, if such it may be termed, is 
on “thumbing the curve in ;” and, as a matter of course, as 
any “ practical engineer” of his standard would, if his curve 
should not connect, he backs his transit to his P. T., sets it up, 
and if his P. C. is to be changed, runs a line parallel to his first 
tangent until it intersects his second, to find out how much he 
has to move his P.C. If he changes his P. R. C., he deficcts 
on a parallel tangent to the tangent at that point, and from 
that runs a curve of a radius equal to the sum of the radii of 
his branch curves to find the angle through which his P. R. C. 
advances or recedes ; and if a compound.curve, and he changes 
his P. C. C., his curve run between the tangents at the P. T. 
may be an integral or differential curve, i. ¢., equal to the sum 
or difference of the branch radii, according to the particular 
case; then backs his transit again to his P. C., not being aware 
that by one simple measurement (the perpendicular distance 
between. your tangents), and with a calculation of from two to 
five minutes, never exceeding the latter with the poorest math- 
ematician, you arrive at results perfectly accurate, and without 
tiring yourself by running all over your ground. 

1 saw a practical engineer lately who ran his tangents to an 
intersection, their length being over 1,800 feet. His curve did 
not connect within four feet, yet it was deemed an accurate 
piece of work to move the stakes proportionately throughout 
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to retrace by deflections. 
So far as regards assuming your P. C., I confess Iam unable 


falls under “‘ Hoosier’s” disdain, I pity the engineers of the 
country. 

His opinions on trestle-work are very vague. Compare his 
feet from the point in which you wish to establish your first 
bent, establish a number of chords.” Reject these, and “ set 
out a line at right angles with the chord,” with that of October 
26, where he has found that his first bent is set at the P.C. He 
bisects his first chord and finds a second bent 63 feet (not 12}) 
from his first. This, however, is but a slip of his pen. Allow 
that he has, taking three consecutive bents (the centers not 
being set midway between the bents, as his first article says, 
but on the curve at the center of the bent), drawn his cord be- 
tween the first and third points. By bisecting this he gets a 
point in the line of the base of the second beat, which, with 
the second point, gives him two points. Well, what good are 
they? The middle ordinate of a 25-foot chord on a 20-degree 
curve, above which I doubt if ‘‘ Hoosier” would trestle, is 
545, thus giving him a base line of one-half of a foot, 
to prolong twenty, thirty or more. This certainly is ac- 
curacy. If he takes the first and fifth, or more, 
his trouble in bisecting accurately involves much more labor, as 
then the transit is indispensable, than my meth od does, when 
the transit is set up at each point, a back sight taken from any 
point on the curve, the proper deflection being mado, and when 
you can cho2s:alm st any longth of back sight. You also have 
a true right angle, while if his tape or cord is deviated the 
slightest from a true line by any obstacle on the grouud he can- 
not be accurate. If, as in his first article, his contsrs are mid- 
way bet yen th> boats, ha bisects two or more prrallel ch rds, 
calvalates his ov linate ail 4193398 ab his liv, aimos*, as his 
base is so short. Shouall hs uso his transit, however, he car 


the next parallel cord and so on. [admit hs may set off his 





sons for thinking the oysters, pickles and all, were the samie, 





to make anything else out of it, if you are working from a plot, 
and this cannot always be accurate; and if such an engineer | 









is not provided with a condensing apparatus, but it can 
easily right triangles,” which is very doubtful for accurate 
work, 

The workman should have the line of his bent set out forhim, 
and I do not understand why an accurate piece of work is not 
better than a shorter approximation (allowing his method to oc- 
cupy less time). 

If ‘‘ Hoosier ” will adjust his deflections so that, as he turns 
into tangent at each point, his vernier will read zero, the exces- 
sive difficulty of erecting a perpendicular will disappear. 

Ihad no intention of entering into any discussion on the 
subject, however. ‘‘Hear both sides, thon judge.” As 
“Hoosier” evidently feels hurt, I will not trouble him on the 


other points, especially since “ D. T.” has taken it up. T 








Improved Tank Locomotive. 





The epidemic disease now so generally prevalent among 
horses in every part of the country has made apparent what 
has been quite obvious before, that steam power must soon 
supersede horses on railroads in all large cities. As the Nation 
in a late issue has very justly and forcibly stated it, ‘‘ most 
New Yorkers and Bostonians are now drawn from their busi- 
ness to their homes like pigs, and the animals that draw them 
are literally tortured to death, for overwork is torture, and 
torture of the worst kind.” This is true of all large 
cities, and not of New York and Boston alone, and 
one of the most surprising exhibiijions gf the sub- 
missiveness of the public is the patience with which it has en- 
dured the discomfort imposed by the city railroad companies. 
This bas been done upon the plea that the railroad companies 
cannot afford to supply the requisite equipment required to 
carry with comfort the multitudes of people who want to ride 
at certain hours of the day. This fact—if it be a fact, which 
we Goubt—or plea is of itself an admission of the inadequacy 
of the present system for doing the work for which it is in- 


FORNEY’S IMPROVED TANK LOCOMOTIVE. 


the distance, which, not attenipting to dispute the correctness | tended, and shows that some more efficient means is needed 
of the calculation, would be very difficult, if not impossible, ever | for carrying people to and from their business in the morning 


and evening. Quite naturally, therefore, with the failure of 
horses, caused by the present epidemic, public attention has 
been directed anew to the question of using steam power on 
city and suburban railroads. 

To a large proportion of tbe attempts which have heretofore 
been made to use steam in street roads, the engine has been 
attached to the car, and therefore if one becomes disabled or 


article of August 31, where he says, “‘ Beginning at a point 6} | needs repair the other must be laid up at the same time. Be- 


sides this inconvenience, it is also obvious that a passenger car 
should be entirely separated from the grease, dirt, heat snd 
smoke of the engine, and the latter, like a horse, should be 
capable of being attached to any vehicle. Alf the so-called 
dummy engines have therefore become very unpopular, and in 
a large majority of cases have fa'len into disuse. It therefore 
seems obvious that the motive power for street or suburban 
roads should be quite separate from but capable of being at- 
tached to any car, and of being housed and repaired and 
cleaned by itself. That such engines, if carefully and skill- 
fully designed, might be adapted for service on street roads 
there seems little reason to doubt. 

The design of engine of which we give an engraving here- 
with is an attempt of this kind, and is intended for service on 
roads which do a very light traffic and run frequent cars or 
trains. Its construction is quite apparent from the illustra- 
tion. A vertical boiler is arranged with the machiuery in such 
away that all the weight is carried on the driving-wheels, 
and is thus available for. adhesion. The water and fuel are 
carried on a leading truck. By this arrangement the permanent 
weight of the locomotive rests on the driving-wheels, while the 
water and fuel, which vary in quantity, are carried on the truck. 
One great difficulty with tank locomotives is, that with the tank 
filled with water and a full supply of fuel, if their weight is car- 
ried on the driving-wheels, they mnst carry an execessive lord; 
aid wien tau jnel and water are nearly or quite exiaasted, there 
is too little weight tor alhesion. In tie arrangement illus- 
trated the adhesive load is coastant, aut by carrying the water 


get. his sight of 64 feet evury time, and nearly 18} if he bisects | and fuelon the truck a larger quantity can be carried, which is 


especially desirable for street traffic, where it is necessary to 


right angles by using what is called ‘‘the method of rational | condense the steam, and where a large quantity of water is. 
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therefore required. The engine represented by the engraving 
be attached, so as to make the operation of the machine nearly 
or quite noiseless, 

Locomotives on this plan can be built of almost any capaci- 
ty, from a few tons up to twenty tons weight, and the smaller 
sizes can be made to traverse curves of from thirty to forty 
feet radius. The engine was designed and patented by M. N. 
Forney, Mechanical Engineer, who will be glad to give further 
information about it, and can be addressed at the office of the 
RatRoap GAzerre. 





The Proposed Central Vermont Railroad Company. 





The following is a copy of the act for the incorporation of the 
Vermont Central and Vermont & Canada companies, which 
has been introduced in the Vermont Senate by Senator Veazie, 
‘of Ratlaud County, and referred to the Committee on Rail- 
‘roads. It is supposed to have been drawn by the Trustees and 
«managers of the Vermont Central : 

mi. is hereby enacted by the General Assembly of the State of 
‘vermont: 

Sec. 1. Such bondholders under the first or second mortgages 
‘of the Vermont Central Railroad, and such other persons as 
shall hereafter become stockholders, are hereby incorperated 
~under the name of the Central Vermont Railroad Company, for 
“the purpose of purchasing the Vermont Central aud Vermont & 
‘Canada railroads, or eitier of said roads, aud for the purpose of 
purchasing or retiring, by exchange or otherwise, the stock 
and bonds of the Vermout Ceiatral and Vermont & Canada rail- 
road companies, aud for tie purpose of operating and main- 
taining said roads, and for the otler purpuses herein set forth ; 
and as suc shall Lave succession, aud uave and enjoy all the 
rights invident to corporations. 

Sec. 2. ‘The capital stock of this company shall be an amount 
sullicient tu purcuase or retire the first aud second mortgage 
bonds of the Vermont Ceutral Railroad, such amount to be de- 
termined by the directors of the company, aod such additional 
allouut as may be authorized by a majurity vote of the stock- 
holders voung at auy aunual inveting uf the company, or any 
special meeting duly calied for that purpose ; and said stock 
may be sold or cxvhauged ou such teruis as the directors may 
think best, and each share shall entitle the holder thereof to 
oue vote, by himself or by proxy, at all meetings of the com- 
swhy, but no stuck shall be issued except for the purposes 
herein set forth. 

Sec. 3. James I. Laugdon, Joho W. Stewart and Jo. D. 
Hatch shail be Conmuussivucrs to recvive subscriptions to the 
capital stuck uf the company. ‘They shall give notice of the 
time and piace i the State of Vermont, or im the city of Bos- 
tou, Waeu and where they will sit to receive such subscriptions, 
Which notice shall be published for at least ten days before 
buch sitting, in two daily papers published in the city of Bos- 
ton and two papers pubiisied in the State of Vermont, and at 
said time aud place’ shall open books fur subscriptions to said 
stock, Said subscriptions may be made to be paid for in tre 
lirst or secoud-mourtyage bouds of the Vermont Central Rail- 
road, at such price as may be tixed by the Comuiissioners not 
floss than tue market value thereof, and said bouds shall 
be delivered to the Commissioners at the tame of subscrip- 
tion. 

When not less than one thousand shares shall have been 
subscribed, said Commissioners shall call a meeting of the 
stockhoiders for tie election of directors of said company, at 
such time and place in this State as they may desiguate, and 
shall publish notice thereof for at least ten days before said 
ineeting in two daily papers published in Boston and two pa- 
pers in the State of Verniovi, and, at the time and place desig- 
mated, such election shail be made by those stockholders who 
‘sitend in person or by proxy. 

Tho Commissioners siail be inspectors of the first clection 
‘of directors, aud suall certify the uname of those viected, aud 
shail deliver to said directors all subscription papers and bonds 
by tiem received. 

Seo. 4. The directors of said compauy shall be not less than 
seveo uor inure than thirtees, a majority of whom shall re- 
side in tue State of Vermont. ‘hey shali hold their offices 
lor one year and uutil others are eiected in their place, and 
they shall have aud exercise all the powers of the corpora- 
tion. They may appumt irom their number a President and 
such vice-presideuts as they choose, and may appoint a 
‘Treasurer and Clerk who suali reside in this State, and may 
make such by-laws for the goverument of the corporation and 
its officers as they please, and alter the same at pleasure— 
—— they are not inconsistent with the constitution and 

aWws of this state. 

Sec. 5. Wheu said corporation shall have organized as afore- 
said, the directors shall open books for subscription to the stock 
of the company to be taken in exchange tor the first and 
second-mortgage bonds of the Vermont Central Railruad, or 
both classes of said bonds, and upon such conditions and terms 
as they may think will best secure such exchange, and when 
stock shail have been subscribed sutficient, according to the 
verms proposed, to retire a majority ia amount of said first- 
muortgage bonds, this company shall become vested with the 
same franchises, privileges and immunities which were 
vonterred upou the Vermont Central Railroad Company by 
their charter, and shall be subject to the like duties and Labili- 
ties therein imposed, and may take possession of and operate 
and maintain the Vermont Centrai and Vermont & Canada rail- 
roads, aud ail the esiate, real and personal, appertaining to 
either, or both of said roads, aud shall succeed tu, hold aud en- 
joy ail rights aud benefits derived or to be derived by the trus- 
tues of tae first mortgage of the Vermont Central Railroad ; 
provided, that in taking possession of said roads they shail take 
the same subject to ali the rights of those bondholders who 
neglect to exchange their bonds for stock, and of the Vermont & 
Canada Railroad Company, and also of ali the debts and ha- 
vilities of tha trustees or receivers and managers of the Ver- 
mont Central aud Vermont & Canada railroads; and provided 
further, that until stock shall have been subscribed sufticient to 
retire a majority of said first-mortgage bonds, as aforesaid, the 
company shail have power temporarily, to operate said roads, 
subject to the order of the court in the case Vermont & Canada 
Railroad Company and others against Vermont Central Railroad 
Company and others, peuding in Franklin County in chancery. 

Suc. 6. Nothing in this act contained shall deemed to 
impair the rights of the trustees of the first mortgage of the 
Vermont Central Railroad, to procecd to a foreclosure of the 
same, and if such foreciosure is obtained, the Central Vermont 
Railroad Company to tie extent of the bonds under said mort- 
yage which may have been exchanged for stock in this 
company, shall be treated as tenants iu common with the 
holder or holders of bonds under said mortgage who neglect 
or decline to exchange their bonds for stock, and thereupon 
the Court of Chancery may, in vacation, or term time, upon 
petition of this compauy, or of any such holder or holders 
of bounds as aforesaid, by a summary order, appoint three 
disinterested Commissioners to appraise the value in money 
of the interest of the holder or hoiders of such bonds in said 
estate, and may, upon the repurt of said Commissioners, by 
decree made in vacation or at a regular term, decree the as- 
sigument of such interest to said company upon payment of the 
appraised value thereof in money at such time and ia such 
uitouer as io the court shall seem just end equitable, orif the 


court shall be of opinion that the interest of allparties will be 
best subserved by a sale of the whole eetate, ac’ uired by fore- 
closure as aforesaid, they may, by a summary order, direct a 
sale at public auction of such interest or estate by said Com- 
missioners, and in such case said Commissioners shall give no- 
tice of the time and place of such sale, by publica- 
tion at least sixty days before such sale in three daily papers 
published in the city of Boston and three papers published 
iu the State of Vermont, and otherwise sell such estate 
or interest agreeably to the order of the court, and théreupon 
at the time and place fixed for such sale, shall sell the same at 
public auction, and shall execute to the purchaser a good and 
suflicient deed thereof, which when executed shall operate as 
an effectual bar, both at law and in equity, against all said first- 
mortgage bondholders, and all persons claiming under them. 
The Commissioners shall pay the money into court, or deposit 
the same pursuant to the order of the court, aud thereupon the 
court shall direct the proof of claims and proceed to the distri- 
bution of the fund upon such notice and in such manner as 
shall be just and equitable. 

Sec. 7. The Central Vermont Railroad Company and the Ver- 
mont & Canada Railroad Company may, by a ay vote of 
the stockholders cf each of the companies, consolidating at 
meetings of such companies duly called for that purpose, be- 
come consolidated upon such terms as may beagreed rpon by 
such vote ; provided such consolidation shall be into the com- 
pany hereby incorporated ; and, when so consolidated, the com- 
pany so consolidating with the Central Vermont Railroad Com- 
~ y shall become merged with that company, and the Central 

fermont Railroad Company shall succeed to all the estate, real 
and personal, and become vested witb all the franchises, privi- 
leges and immunities of the company so consolidating 
with them, and may take possession of the railroad 
of the company so consolidating with them, and maintain and 
operate the ‘same, subject, however, to all legal and equitable 
duties and liabilities of the company so consolidating with 
them ; provided, however, if any stockholder in either of the 
companies so copsclidating shall be dissatisfied with, or object 
to, such consolidation, then it shall be lawful for such stock- 
holder or stockholders, within thirty days after such consoli- 
dation takes place, to apply to any judge of the Supreme 
Court for the appointment of three disinterested Commission- 
ers to appraise the damages, if any, done to such stockholder 
by said consolidation, or to appraise the value of such stock 
in money, irrespective of any depreciation in consequence of 
such consolidation. Said commissioners shall give at least 
twelve days’ notice of the time and place for hearing the parties, 
and shall return their award to the county court in the county 
where the Central Vermont Railroad Company shall have their 
| emee f° office or place of business, and their award, when con- 
firmed by the court, shall be final between the parties, and if 
said award shall be for the value of the stock, such stock shall 
be transferred to the company upon payment of the amount of 
the award. 

Sxc. 8, ‘The Central Vermont Railroad Company are hereby 
authorized to issue guaranteed or preferred stock to such au 
amount as may be authorized by a majority vote of the stock- 
holders voting at-any annual meeting of said company, or any 
8, ecial meeting called for that p , Which shall entitle the 
holder thereof to dividends from the income of the company 
to an amount uot exceeding 8 per centum per annum, payable 
semi-annually, in preference to the common stock, and shall 
also entitle the holder thereof to one vote on each share 80 
held by him. 

Sec. 9. The Central Vermont Railroad Company shall also be 
authorized to issue their bonds in time not exceeding thirt: 
years from the date thereof, and at a rate of interest not ex - 
ing 8 per centum annually, payable semi-annually, and ma 
secure the same by a mortgage or pledge of any franchise, rail- 
road or estate, real or personal, which they may own, or in 
which they may be interested. 

Sec. 10, In case the Vermont Central Railroad or any other 
railroad shall be purchased by this company, this company shall 
be vested with the same franchises, privileges and immunities 
as were vested in the company whose road was purchased as 
aforesaid, and shall take the same, subject to the same public 
duties and liabilities, and any railroad company shall have 

»wer to sell their railroad where this company is authorized to 

uy the same, 

Seo. 11. The Central Vermont Railroad Company may assume 
and perform all the contracts of the trustees or reccivers and 
managers of the Vermont Central and Vermont & Cauvada rail- 
roads, aud may modify, enlarge or renew the same, and may 
make any contract by way of purchase or otherwise, of any 
railroad, or of, or in respect to the stock, bonds, contracts or 
property of any railroad or transportation company, within or 
without this State, for the purpose of facilitating connections 
or increasing their business. 

Sec. 12. The Central Vermont Railroad Company may con- 
struct and operate a railroad for the transportation of passen- 

ers and freight thereon from the southern terminus of the 

Jermont Central Railroad at Windsor, Vt., to a point of con- 

nection with the Cheshire Railroad and the Vermont Valley 
Railroad, in Bellows Falls, Vt., and for that purpose may take 
the lands of others such as may be necessary, making com- 
pensation therefor according to law, and otherwise construct- 
ing said road according to the provisions of the general statutes 
applicable to that subject. 

sec. 13. This act shall be taken to be a public act and shall 
be subject to alteration, amendment or repeal, as the public 
good may require, and sbali take effect from its passage. 


— ~ — 
Rockford, Rock Island & St. Louis. 


As our readers know, the stockholders of this company have 
submitted to the bondholders (who are for the most part Ger- 
niais)® proposition to accept for one-half of their bonds pre- 
ferred stock, and io make some otger concessions which may 
enable the company to meet the interest on its bonded debt as 
it accrues, and retire the present oppressive floating debt. The 
condition of the road and the arguments used by the stock- 
holders are set forth in the following letter from Mr. C. M. Os- 
borne, the attorney of the company, to a bondholder. We find 
it in the American News, of Frankfort. It is dated at Rock 
Island, September 16: 

To your letter expressing your views as to the proposed con- 
tract between tiie Rockford road and the bondholders, I have 
the honor to reply that your view seems to me a very natural 
one from the standpoint from which you look at the matter, 
but I think a careful examination of a tew facts will show it to 
be unsound, ‘ 

The Rockford road issued bonds to the amount of nine mil- 
lions dollars ($9,000,000) and sold them so that they netted 
about six and a half millious ($6,500,000). Out of this principal 
it paid five installments of interest, amounting to say one and a 
haif millions doliars ($1,500,000). It received local aid from 
stuck subscriptions along its line to the amount of about one 
million dollars ($1,000,000), which have been fully paid. It 
issued upon construction contracts the remainder of its stock— 
say five millions dollars ($5,000,000). This, you will under- 
stand, was not subscribed for and a part paid, but contracts 
were made by which parties agreed to construct the road for 
such amounts of cash and such amouuts of stock. The cash 
was principally supplied out of the proceeds of the bonds, the 

















stock was issued to the persons contracting, so that it is not 


possible now to say that such stock was not paid in full, while 





it is probable that very large profits were made. It is not pos- 
sible to impeach the transactions, because there is so hw 
against a man’s making an we EX bargain. This stock 
has now no market value, because the bonded debt is so large 
that it represents more than the present value of the road. 

Further toan this, there is a floating debt (as it is called) 
are | indebtedness for right of way, on the purchase of 
rolling stock and on unpaid cash items for construction ac- 
count, the most of which is alien in advance of mortgage to 
the amount of several hundred thousand dollars, which may at 
any time put the road into the hands of an assignee in bank- 
ruptcy or a receiver. This of course operates to reduce the 
value of the bonds and also to render the stock worthless. This 
floating debt must either be paid or sufficient credit established 
to carry it along until it can be paid without injury to the roaa, 
It has, thus far, since Mr. Cable nas been in the managemont 
of the road, been carried along by the belief that he would de- 
velop the resources of the road and make some arrangement 
with the bondholders, so as to be able to pay it off gradually, 
and by appropriations of money from the earnings in payment 
ofsuch portions of it as were pressing. 

If such an arrangement can be made, that the floating debt 
will not be continually increased by the addition of the interest 
coupons—in other words, if the road can be placed in such @ 
position that it ean pay such interest as it promises to pay 
promptly, it is believed that it will give it such credit as to 
remove the danger of bankruptcy proceedings, and that the 
floating debt can be carried along so as to relieve that portion 
of its earnings which are now necessarily devoted to its pay- 
ment, and then that can be used for the improvement of the 
road and the payment of interest. 

_ You must also be aware that a corporation which cannot pay 
its accruing indebteduess, and is liable at any time to go into 
bankruptcy, cannot be operated very successfully or economi- 
cally, and it is very difficult to procure the services of good 
operatives to conduct its affairs. It is simply impossible that 
the road can pay its interest, or more than one half of it, for 
considerable time to come, and if it pays half the coupons 
as they fall due, and the other halt is funded and in- 
terest is paid on it, not only will the debt be continually increus- 
ing, but the earnings will be so used that the road 
cannot be kept in proper repair, and the end of this 
must be of necessity a foreclosure, upon a debt which will be 
twice or three times the value of the road, or bankruptcy. The 
effect of a foreclosure would be simply a change of manage- 
ment, anda reduction of the bonds to about the present value 
of the road, and that the bondholders should be the owners of 
stock, instead of bonds and so have the management, because 
the bondholders would be obliged to buy in, or the road would 
be sold for a mere pittance ; whether this would result in any 
benefit to the bondholders is for them to decide. We don’t per- 
ceive how it can, unless it is desirable to change the manage- 
ment of the road. ‘The contract is intended to accomplish sub- 
stantially the same end as a foreclosure. It reduces the 
bonded debt to what is believed to be the present value of the 

and it gives the bondholder (preferred stockholder) a 
voice in the management, uot, it is true, the entire control, but 
avery influential voice, and it saves a long and expensive 
course of litigation and tho necessity of the bondholders raising 
alarge sam of money to pay oif the floating dobt of the road, 
and preserves what business the road has, which would 
necessarily be greatly damaged by its being put into the courts. 
Once taken into consideration the fact that the bonded debt is 
now twice the valne of the road, aud I think you will view the 
matter ina different light; of this you must of course satisfy 
yourself, and to do so you must consider : 

1st. The income of the road, compared with the necessary 
expenses of operating it. 

2d. The fact that it does not own the track or depot grounds 
between East St. Louis and Alton Junction, but by contract 
pays about $50,000 per year for a partial nse of that track and 
depot grounds. 

That it does not own the track running south from Rock 
Island to Orion, eighteen and one half mules (18}), but pays 
$31,000 per year for the use of it. 

3d. That the roadis cheaply constructed, its culverts and 
bridges are of wood. The ties, toa considerable extent, soft 
woods. Theiron only weighs about fifty (50) pounds to the 
yard. Itis not fenced. ‘The grades are very heavy. Its roli- 
ing stock and motive power limited in amount and of seconc- 
class quality. These things make it expensive to _“y- and 
render this road subject to much greater expense for repairs 
than other roads of better class, and besides will require re- 
newal much sooner, which last is a large item in the question 
of value—,you should take into consideration. 

4th. The amount of liens prior to the mortgage. 

If you conclude that the road 18 mortgaged for more than it 
is worth, the question recurs, what is the best course for the 
bondholders? Is it to have the debt continually increasing 
until the road is necessarily forced into the hauds of the officers 
of the law; is it to foreclose at once and buy in the road for 
say half the bonded debt, becoming stockholders owning the 
road instead of bondholders ; or is it to make the best of what 
you have, and try to makeit pay in the end, and, instead of a « 
cumulating debt upon debt, say that you will be satisfied with 
all its earnings, after paying current oxpenses, liens and re« 

airs? 

. It isa fact which should be recognized by every bondholder 
that he has made a bad bargain. It will not doto say, I must 
have my money, because the party owning it (the road) care 
not pay; the only thing to do 18 to make tue most out of the 
property. You say that this arrangement is undoubtedly for 
the interest of the shareholders and not the bondholders. The 
stock is only valuable for the dividends it will pay. ‘Thus far 
it has never paid anything ; there is no prospect that for i0 or 
15 years to come it can pay any dividends, even if the arrange- 
ment we have pospened is carried out. It is true that it wall 
give the stock this chance, that, when—if ever—-the floating 
debt, interest and dividends on the preferred stock to be issued 
are paid it will be entitled to dividends out of the surplus earn- 
ings. The stock is now valueless ; it gives it the chance of bein 
worth something 10 or 20 years hence. I cannot think that you lx « 
lieve that chance an unreasonable price to pay lor a fair mauage- 
ment. 

Of course the parties interested must have some inducement, 
Is there any other which occurs to you as more fair than to be 
benefited by their ultimate success? As to the appropriation 
of more money to the payment of the interest, computing the 
earnings at $1,200,000, and the current expenses at 60 der 
cent., 1 have to remark, that the question, as to whether it is 
possible to appropriate $347,000, cufrency, out of the earnings 
to the payment of interest greatly troubles the management, 
It seems doubtfal to them whether the repairs and floating 
debt, increase of rolling stock and motive power, extension of 
side tracks, switches, depot’ ground, station-houses, ete., be- 
sides the renewal, will pot in the end break the road down, even 
paying that interest, and they are obliged to calculate for alarge 
increase of business to enable them to held out any hopes that 
it can bo done; as to sparing any more than that ou earnings of 
$1,200,000, it vould be suicidal to attempt it 

You complain of the increase of expenses. Please recall 
to your mid that, besides the taxes, we hed in July last 
an accident which added Jargely to that expense both in April 
and May, and that the earnings were small, compared with the 
moaths with which you compare them. A road with an income 
of $200,000 can be operated with a much less percentage of ex- 
pense than one where the income is $100,000, and if the income 
were reduced to $40,000 the expenses would probably exceed it, 
We are always pleased to hear the views of the bondholders, 
aud should be glad to Lear from you agaia, 
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Editorial dbiennmeenante. 





Correspondence.— We cordialiy invite the co-operation of the ruil- 
road public in affording us the material for a thorough and worthy 
railroad ‘paper. Railroad news, annual reports, notices of appoint 
ments, resignations, etc., and information concerning improvements 
will be gratefully received. We make it our business to inform the 
public concerning the progress of new lines, and are always glad to 
receive news of them. 





Inventions.—No charge ts made for publisring descriptions of what 
we consider tmportant and interesting improvements in railroad 
machinery, rolling stock, etc. ; but when engravings are necessary 
the inventor must supply them. 


—_—_—— 


Articles.— We desire articles relating to railroads. and, if acceptable, 
will pay liberally for them. Articles concerning railroad manage- 
ment, engineering, rolling stock and machinery, by men practically 
acquainted with these subjects, are especially desired. 





Advertisements.— We wish it distinctly understood that we will 
entertain no proposition to publish anything in this journal for pay, 
EXCEPT IN THE ADVERTISING COLUMNS. We give in our editorial 
columns OUR OWN opinions, and those only, and in our news columns 
present only such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inventions, ma- 
chinery, supplies, Anancial schemes, etc., to our readers can do 80 
fully in our advertising columns, but it is useless to ask us to recom- 
mend them editorially, either for money or in consideration of adver- 
tising patronage. 





IMPROVING RAILROADS. 








It is the popular impression that railroads are pre'ty 
much alike in their capacity for transportation, and tbat 


though one line may cost a great deal more than another, 


any railroad may be counted as capable of a pretty defi- 
nite unit of service, just asa plowor a wagon may be. O1 
course it requires little reflection to discover that this is 
not true ; and very early even an unthinking man will 


at least learn that a double-track road can do more work, 


than one with a single track. It remains true, however, 
that they generally count one railroad as equal to anoth- 
er, and newapapers very gener illy estimate the facilities 
of a cily fur receipts and shipments by the number of 
its raiiruads, without the least reference to their char- 
acter or evea their equipment; while, in truth, doubtless 
there are some railroids in the country which ase capa- 
ble of carrying fifty times as suuch as others. 

This disregard of the capacity of differeat lines is 
hardly surprising. It has its origin in one of the pecu- 
liarities of railroads, which is that ordinarily a new line, 
so far as the road itself is concerned, is capable of mmuny 
times the traflis there is for it to carry, or which 
its equipment at the time is capable of carrviag. This 
is, indeed, one of the most important peculiarities of 
railroad property, and one of those which distinguish it 
sharply from most other instruments of production. 
Although it is not true that one railroud will @arry as 
much as another, it is true thit a certain large amount 
must be expended 0a a railroid before it can carry any- 
thing, anlio its cheapest form it may carry two car- 
loads, or more tiai etwo hundrel, diily. <As 
the interest oa the cost of the road is one of 
tle expenses of transportation, and as this expen-e 
mus! be burne by the traffic, it is evident that in the lat- 
ter Gas? the assessui nt oa each ton or passenger to meet 
taie charge should properly be one hundred times as 
much a3 in tue former. This is itself a matter very litde 
regarded by the customers of railroads and by the ne ws- 
papers which speak for them, and is, as realily appears, 
of very great importance in considering the charges of all 
roads which are worked veluw the Capacity of their 
tracks. But here we speak of ii rather as accounting for 
the general assumption that reilroads are nearly equal in 
capacity. It is duubtless ttue that by far the largest 


growing 


mileage of railroads in this country is capable of conduct- 
ing a much larger traffic than it receives on its tracks, as 
they exist; or, if this is not exactly true, a slight addition 
to the side tracks of some lines would make it so. 

It is also common for those unfamiliar with railroad 
traffic, and fur newspapers, greatly to under-estimate the 
capacity of railroads. When there happens, as is not in- 
frcquently the case, a glut of traffic, and more freight is 
offered than the railroad can transport, we usually hear 
numerous complaints that there are not enough railroad: 
to do the business of the country, and it is considered 
remarkable that capitalists do not eagerly invest in new 
competing lines. Now every railroad min knows that 
in the great majority of cases it is not want of capacity 
in the railroads, but in their ro!ling stock, that causes 
the blockade. Indeed, in most cases, such blockades are 
caused by great irregularities in the course of trade, 
which cause perhaps twice tli: average amounts of mer- 
chandise to scek shipment in some one week; and for 
such pressures it is unwise 
provide, as traffic cannot afford to pay for an 
equipm: nt which it uses but one week in 
year. Complaints of insufficient equipment are, how- 
ever, not infrequently well founded; and many 
of our best companies have been caught with 
fewer cars and locomotives than were necessary for the 
average traffic, either from lack of forethought, lack of 
means, or an unexpected and extraordinary growth of 
traflic which could not have been foreseen. The lat'er 
was the case last winter with lines from Chicago eastward; 
though then, too, not all the lines hud, sufficient capacity 
of road even for the rolling stock which they owned or 
borrowed. 

However, with some lines, the time comes at last when 
their track will not accommodate their traffic; and then 
we have the question of improving the railroads. 

Perhaps in no thing is American railroad practice more 
clearly superior than in its methods of gradually improv- 
ing the most cheaply constructed line until it is capable 
of conducting economically and promptly the heaviest 
traffic. In no country is the first cost of coastructing 
railroads so low. In spite of the extraordinarily high 
price of iron, railroads are now constructed and equipped 
in the prairie country of the Northwest and in other sec- 
tions where the works are light, and turned over to the 
companies as completed for as little as tweaty thousand 
dollars a mile in some cases. We would not always 
guarantee the excellence and solidity of the work, and 
we might safely guarantee the lizatness of the equipment, 
the slightness of the station-houses, and fences, etc.; but 
neverthel ss it may still be a railroad capable of con- 
ducting traffic, and that beycnd the de.nands upon it ; 
and, what we especially call attention to, this 
road can be gradually improved, year after year, 
without interruption to its traftic,and probably from the 
proceeds of that traffic, until it has a solid roid-bed, per- 
manent structures, a heavy equipment, and si le tracks or 
double tracks sufficient for this equipment and its in- 
creased traffic. This, indeed, is not the exception, but 
the rule. Not that there are no railroads in this country 
whose first cost is more than twenty thousand dollars a 
mile, but that nearly all our railroais, even those of the 
largest capacity and most permanent character, were very 
cheaply constructed in the first place,and have be2n 
gradually improved, with few removals of sound struc- 
tures aad little waste of any kind, until they have 
reached their preseut condition, their capacity growing 
with their traffic. So every railroad in the country counts 
on, and often makes preparation for, improving its 
structures as well as increasing its equipment, 
to keep pace with any possible growth of traffic. Road- 
bel is ballasted ; draiaage periected ; lung trestle works 
filled up with earth; wooden culverts and bridges re- 
newed with masonry and iron; ligut iron renewed with 
heavy, aud heavy with stecl; side tra:ks extended 
station buildings and yards, shops, etc., cnlarged ; a sec- 
ond track laid ; and finally, perhaps, where the traffic is 


length the cheap, light, uneven, temporary line, capable 
of accommodating tour or five trains daily at a low 
speed, becomes a magnificent highway of the most pes- 
munent characier with unsurpassed capacity for heavy 
freight and the fa-test passenger trains. 
We have said that this process of 
railroad, it were, one of the peculiaritics 
of American railroad practice. Perhaps, however, our 
engineers ani munagers do not deserve any extraordinary 
credit fur unis practice. It grew naturally out of the cir- 
cumstaaces of the country, where, in the early days of 
railroads, traffic was ligut almost everywhere, and where 
since the growth of trafiic has been continuous and rapid, 
as also has been the occupation and cultivation of new 
country. The demand has been constantly for the cheap- 
est possible line, and as constantly the pressure of a 
trafic has compelled improvement. Still 


developing a 


as is 





this method seems hard to Understand and imitate in 


jand Icft until after the close of navig ition. 





and uneconomical t> | 
| burgh, Furt Wayne & Chicazo, the Lake Shore & Mich- 


the | 


enormous, third and fourth tracks constructed, until at’ 


other countries similarly situated, as in Australia, India 
and even Canada, where English engineers have for the 
most part designed and constructed the railroads, and 
have made them cost frequently $100,090 per mile, or 
more, to begin with, while their traffic was of the light- 
est. This disproportion of means to ends has resulted 
naturally in an unprofitable railroad system and great 
discouragement of new railroad constru-tion. 

Justat th’s time this ability of existing railroads to in- 
crease their capacity is strikingly exemplified by some of 
our most important lines. Last winter there was a block 
of freight between Chicago and the East, and this sum- 
mer extraordinary causes have so increased lake traffic 
that even a greater increase miy be expected the coming 
winter, from the uausual amount refused by like vessels 
There has 
been much talk of the necessity of new railrcals ; but 
the old companies have known a more excellent 
way to provide for the pressure by improving their own 
lines. Notwithstanding the heavy traffic of the Pitts- 


igin Southern, and the Michigan Central, which has 
been so great that miny have not hesitated to say that 
they could not possibly carry any more, certain addi- 
tions to their permanent way (as well as equipment) 
would not only increase but would multiply their ca- 
pacity. These roads, as most who talk of them seem 
to forget, have been, except for compuratively 
short sections, sinjle-track roads, and even without 
sidings sufficient for the full capacity of a single-track 
road. The past season a large amount of second track 
has been laid on them, and very soon—before the end of 
the next year probably, if a necessity for it appears—two 
of them at least will have double tracks throughout their 
length. Even this will not be the extent of possi‘le 
improvement, As many of our readers know, the New 
York Central & Hudson River Railroad Company, whose 
double tracks begin to be overcrowded with traffic, is 
now constructing two additional tracks, and svon will be 
able to give separate tracks in both directions for all slow- 
moving freight trains, en rmously incr asing the capaci- 
ty of the line and providing for working it with an 
economy unapprvachable where fast passenger and slow 
freight trains run on the same tracks and get in each 
other’s way. 

It is by such improvements, co-ting but a fraction of 
the expense of new lines, and, mo-t important of ali, pro- 
viding for the utmost economy in operation, that we 
must look for the accommodation of the vast and rapidly 
growing traffic between the East and the Wcst, perhaps 
even to the degree of absorbing a large part of the lake 
traffic ; and especially for that reduction of the cost of 
transportation without which the heavy merchandise and 
produce must always choose the wa’er route. 


“PERMANENT ANO TEMPORARY STRUC- 
TURES.” 








A writer in the November number of Van Nostrand’s 
Engineering Mugazine ventures ‘‘the assertion that the 
only true form for a permanent iron bridge is the plate or 
tubular girder.” A permanent structure is defined in the 
same article as one which is “ capable of lasting, with few 
or no repairs, as long as th: use for which it was de- 
signed shall exist.” 

The author also says that if it were not that a croaking 
engineer is ‘‘a distressing spectacle,” he would “‘ predict 
a frightful series of disasters, owing to the sudden failure 
of many trusses.” Most rational people, we think, will 
regard an engineer who refuses to ‘‘ predict” or poipt 
out as clearly as possible a danger which he has good 
reason to anticipate as a much more distressing spectacle 
than a “crowing hen,” an apprehended resemblance to 
which seems to deter him from interposing to save life 
and property. Tue fact is the writer referred to has ex- 
pressed an opinion without giving any good reason for it 
and, we believe, hesitates to predict what he 
feels very uncertain about himself. Very few engin- 
eers, we think, will dissent from the statement that ‘‘a 
truly permanent structure requires not only the use of an 
imperishable material, but of a sufficient quantity of it.” 
Now what is a sufficient quantity? The writer says a 
margin of five times the breaking strain is not enough» 
but gives no reason whatever for the opinion. If it is 
not cuough would ten times be sufficient or safe? He 
Says thit a bridge is constantly wearing out exactly as a 
man’s coat is, which in a well constructed truss bridge is 
not true. A coat wears out on ac:ount of the abrasion to 
which it is subjected, andthe consequent tearing away of 
the particles of the cloth. The imposition of aload upon 
a properly proportioned bridge, if it produces a strain 
within the limits of elasticity of the material of which 
the bridge is made, causes no appreciable abrasion or 
even any destructive action upon the material. It 
is true that the deflection of a Warren girder, for 
exiumple, may produce a very minute amount of 





friction at the points of connection, the effect of 
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which, it is conceivable, might in a very long 
time cause a perceptible wear at these points ; but 
the am>unt of this wear can easily be estimated on inspec- 
tion, and would not be that kind of deterioration which 
““givesno warning of weakness.” The author from whom 
we Lave quoted when he wrote seems to have had very con- 
fused ideas of the whole subject. The analogy which he 
points out of a truss bridge to a man with a“ higa-strung 
nervous temperament who is constaatly drivea to the full 
extentof his powers of endurance,” is eatirely mis!eading. 
It is true that either a manor a bridgeis sure to fail ulti- 
mately, if his or its powers are daily taxed to the full ex- 
tent of endurance; but why tax them thus? The danger 
to which “ men of high-strung nervous temperament’’— 
whatever that may mean—are prone is, that they are 
capable of dving a great deal of work and therefore are 
liable to undertake more than they cando safely; and in 
the same way ‘‘a deep, light, spider-like truss,” is capa- 
ble of carrying a very heavy load and therefore is liable 
to be overloaded. The evil in both cases is in the over- 
loading. 

The destructive ‘nfluences to which iron bridges are 
subjected might be erly classified under three heads: 
first, those which : mechanical, or by which the 
material is abraded ;. cond, chemical, such as corrosion, 
etc. ; third, molecular, or those influences whi :h alter the 
capacity of the iron to resist strain. Now if the writer in 
Van Nostrand’s Magazine had analyzed these different 
influences, their causes and extent, he would have done 
good service to engineers, but instead he has only given 
his personal opinion, which, being those of an anonymous 
writer, have no weight unless supported by the requisite 
evidence. The mechanical deterioration of iron truss 
bridges is so slight and so obvious on examination that it 
is no practi al objection to their use. Inmany of them, 
however, the parts are so inaccessible to paint and in- 
spection that there is good reason to fear danger from 
corrosion, and this is a consideration to,which heretofore 
not cnough attention his becn given by engine: rs who 
have designed i:on truss bridges, but it isan evil to which 
“ plate or tubular girders,”’ which our author recommends, 
are especially liable, both on account of the great sur- 
face exposed and the inaccessibilty of the parts. 

The precise effect that has taken place on the inside of 
a cast-iron tubular top-chord, or vertical post, or a Pha- 
nix column—none of which are ever certain of being 
both air and water-tight—after many years’ use, no one 
seems to know ; and our wri-er could hardly do any bet- 
ter service than to investigate this subject and give engi- 
neers some definite an: accurate information about it. 
In fact any engineer who has the care of iron bridges 
would be doing his professional brethren and the world 
at large a great service by reporting all evidences of de- 
structive corrosion which he may observe in bridges un- 
der his care. Many of the iron truss bridges in this 
country have now been erected long enough to show the 
effects of corrosion, if any danger is to be apprehended 
from that cause. ° 

Of the molecular effects of subjecting iron to successive 
strains there has been much investigation, but our in- 
formation is nevertheless still very incomplete. It is, 
however, very certain that jt is dangerous to strain nearly 
all kinds of iron often with more than one-fourth or one- 
fifth of their ultim te strength; and it is also equally cer- 
tain that, within very wide limits, the stronger a bridge 
is made the less liable it is to break down, and that the 
only reason why bridges do break is because the strength 
of the bridge is not greater than the strain to which it is 
subjected. Now, if the writer whose conclusions we are 
criticising had inquired what amount of strain it is safe to 
impose on wrought iron, his investigations might have 
contributed useful knowledge to this much vexed ques- 
tion. All he tells us is, that five is not a sufficiently high 
factor of safety. Now, there must be some strain to which 
it is perfectly safe to subject iron, and under which it does 
not suffer any sensible deterioration. We inquire, again, 
what is it? Many engineers have fixed upon six us the 
factor ; but we observe that on the larger roads there is 
a general tendency to reduce the strain per square inch 
to which the material in bridges is subjected. The con- 
clusions which have been reached on this subject are 
very much like thut of the elder Winans, of whom it is 
related that a new locomotive which was built in his 
shop, after Leing in use a short time, broke a rocker-shaft. 
When his attention was called to it, he took the broken 
part, and, after examining the fracture very carefully, 
he called his superintendent and instructed him in this 
wise: “Sam,” said he, “I want you to notice that 
when it is necessary to make a thing strong, you should 
make it damned strong.” 

Now, perhaps the adjective which was used is not the 
most unobjectionable that might have been selected ; 
but the lesson was certainly very forcibly illustrated and 
inculcated, and is one which all engineers might lay to 
heart and profit by. 

To retura to our writer: he says that a truss should be 





well counterbraced, which is a very proper observation ; 
but its whole animus cons'sts in the definition of the word 
“‘ weil.” What one person might consider sufficient 
bracing, others, our writer included, might think quite 
insuffictent. We are inclined to believe that our know- 
ledge of the effects of the momentum of a train upon a 
bridge is very inaccurate, and the necessity, or rather the 
function, of counterbracing under a suddenly-imposed 
load is very imperfectly understood. D. K. Clark, when 
he wrote his book on railway machinery, investigated the 
effect of counterbalancing driving-whcels by suspending 
a locomotive so that it cou.d swing freely. He then put 
the machinery in motion and attached a pencil to the 
locomotive in such a way that it described a diagram 
which represented the movement of the whole machine 
caused by the revolution of the wheels and the reciproca™ 
tion of the pistons. A similar investigation in the motion 
of a bridge might evolve some very useful information on 
the effects produced by trains at high speeds. This might 
easily be done when anew bridge is erected, if, before the 
false works are entirely removed, pencils were attached, say 
to the centers of the connecting-pins, and corresponding 
pieces of paper to the false works, so that the pencils 
would describe accurately on the paper a diagram of 
the movement of the pins due to deflection or other 
causes. If in this or any other way it can be shown that 
ordinary bridges are insufficiently counterbraced, the 
sooner we learn it the better. We doubt, however, 
whether many engineers, even with such evidence, 
would deduce therefrom that because some or all bridges 
are insufficiently counterbraced, therefore we should adopt 
the superannuated and expensive plate-girder. If a man’s 
pantaloons are insecure without suspenders, he dces not 
ignore that bifurcated garment and go back tothe old 
Roman toga, but he resorts to what might not inaptly be 
called counterbraces, 

Neither can we see why the bottom chord, say, of a 
plate-girder would “ give warning of impending failure ” 
sooner than the same member in a Warren system, nor 
why the latter “aggravates in a singular manner all the 
worst defects of iron as a material for construction.” If 
this system is open to any such grave charges based upon 
sufficient grounds, they should be made known at once, 
because many such bridges are now in use, and more are 
being constantly constructed. 

What the author of the article in Van Nostrand’s Maga- 
zine has written may, however, have some effect in calling 
the attention of engineers and road-masters to the impor- 
tance of rigid and careful inspection and examination 
of the structures under their care. If any injurious cor- 
rosion has taken place, it should be made public so that 
proper vigilance may be exercised in this direction, but 
we beg the author of the article referred to not to scare 
people generally about the security of railroad bridges 
unless he can sustain his opinion with good and sound 
reasons. 





Improvement of the Lake Shore 
Southern Railway. 





& Michigan 





Last winter was memorable among “freight men” for the 
blockade of the railroads leading from Chicago eastward. 
‘Traffic had grown faster than the provisions for it, and we be- 
lieve there was not one of the lines which found its equipment 
and side tracks and second tracks sufficient, and the blockade 
was not simply for a few days—which is an event always pos- 
sible, and’probable where the provision for transportation is 
not wastefully excessive—but for considerable periods. ‘The 
Lake Shore & Michigan Southern was better off than some, at 
least, of its neighbors, but it was evident that no further 
increase of traffic could be accommodated without increased 
facilities, while the traffic offering was sure to increase. The 
manggers, therefore, have given much of their care this season 
to increasing the capacity of the line. The work done in this 
direction, together with other work of the season, is accurately 
described below. 

In extension of lines, there has been opened since the 1st of 
January 40 miles from Sandusky to Milbury Junction, com- 
pleting what is substantially a second track between Cleveland 
and Toledo, since the through freight traffic eastward is all 
worked over the Sandusky line, and the westward over the 
Norwalk line, with a double track between Cleveland and Ely- 
ria (the junction of these two divisions at the east), and double 
track alse between Milbury Junction and Toledo. There has 
also been opened a line from Ashtabula to Jamestown, Pa., 36 
miles, completing a through line from Cleveland to Franklin 
and Oil City, giving direct communication with the vil-produc- 
ing valleys; also a line from Jonesville, on the old Michigan 
Southern road, 42 miles, to Eaton Rapids, ‘the Saratoga of the 
West,” which line lacks but a few weeks of completion to Lan- 
sing, the capital of Michigan. The work of finishing the double 
track between Cleveland and Buffalo is almost accomplished, 
about six miles of rails only, at the heaviest spots, being yet to 
be laid. With the two roads from Toledo to Elkhart, Ind., this 
will give a double track on ali but 10 miles of the line be- 
tween Buffalo and Chicago. t 

The work upon the double track, between Cleveland and 
Buffalo, has been truly a magnificent feat of engineering skill 
and energy. All the viaducts, arches, bridges, cattle guards 
and culverts had to be widened, or rebuilt anew, absorbing 
sixty car loads of stone per day since the middle of April, with 
from forty to sixty derricks in constant use, the masts just 





clear of the trains. The widening required, in the earthwork 
and rock cuttings, almost countless teams by the side of the 
first track, which was being all the time worked to its utmost 
capacity ; yet no accident to trains or to teams has yet been 
experienced. Bridges of 150 feet span have been moved bodily 
over from the line of one track to the other, on Sundays, and 
made ready for use for Sunday nights’ trains. Most of the sec- 
ond track and part of the main line have been laid with steel 
rails, involving the use of 20,000 tons this year; the masonry 
is of the most excellent description, and all the permanent 
bridges, of longer or shorter span, are built of iron. 

At Toledo junction, where the lines from Southern Michi- 
gan, from Detroit and from Northern Ohio (the Air Line) unite, 
has been begun a great distributing yard, which now contains 
about five miles of sidings that can be extended to any re- 
quired extent, since the company owns there about two 
hundred acres of suitable land, and also a brick engine-house 
with iron roof, intended, when done, to house 54engines. At 
Chicago the passenger station and general offices, which were 
destroyed by the fire of October, 1871, have been rebuilt in 
grander style, and will be ready for occupation about the first of 
January. The equipmentof the road has been increased by 
the addition of 74 locomotives, 1,750 freight cars, and a consid- 
erable number of postal and passenger coaches. The new 
posta! coaches are fifty feet in length, and are believed to com- 
bine all the improvements which the Post Office Department 
has been able to suggest, and will serve as models for the other 
lines, the department having taken tracings of the drawings 
fr that purpose. 

The earnmgs of the yeor, so far, have been reasonably satis- 
factory, showing an increase in the firat ten months of $2,263,- 
000, or 18} per cent., over those of the same period of last year. 
But little of this is due to the extensions or to the connecting 
lines, which have only recently begun to contribute to the 
business of the road. Some of these new connections must, 
however, soon add largely to the traffic; among these the Lake 
Shore & Tuscarawas Valiey Railroad, which forms the shortest 
line of coal supply from Toledo and points west and northwest 
of that city, reaching from Elyria, where it joins the Lake Shore 
system, to Dennison, in middle Ohio. The Grand Rapids & 
Newaygo road is just finished to the last named center of lum- 
ber manufacture, passing through an untouched region of 
Michigan pine, which now becomes tributary to the Kalamazoo 
Branch of the Michigan Southern. . 

Early in October it was decided to attempt a reform, long 
hoped for by the employees, but not deemed practicable, cor- 
sidering the enormous burden of traffic, in the stopping of all 
freight trains on Sunday. The experiment having been heart- 
ily seconded by connecting lines, and joined in to some extent 
by them, has proved very successful, and no obstacle appears 
to present itself, except the great desire on the part of certain 
classes of shippers for uninterrupted dispatch of freights. 
But the satisfaction which this one day of rest affords to the 
men who have to undergo the toil of railroad life, with few 
other pleasures than those which can be found at home, will 
easily reconcile considerate persons to ‘one day’s delay in 
seven. In fact, from shippers themselves, the company’s offi- 
cers have veceived more letters of approval than of censure for 
this humane effort. : 


The Pennsylvania Railroad Company, 





The Pennsylvania Railroad Company is the subject of an in- 
vestigation by The Financier, which does not find the com- 
pany’s reports complete enough, and cowplains that the com- 
pany’s efticers will give it no more particulars than they give - 
the shareholders. Last week that journal devoted a page and 
a half to a tabular statement of “ the various works now owned, 
leased or controlled by the Pennsylvania Railroad.” Apparent- 
ly the investigator did not mean that this table should err on 
the side of incompleteness (though it does), and so has inserted 
the name of every corporation in which any officer or director 
of the Pennsylvania Railroad Company bas ever had an inter. 
est, and some im which, probably, neither the company nor any 
of its ofticers have ever helda share. It includes the Kansas 
Pacific, the Union Pacific and the Central Pacific! The two 
former are competing and hostile corporations. Mr. Thomas 
A. Scott has been for some time one of the directorg 
of the Kansas Pacific; but when he became President of 
the Union Pacific his policy was such that the Kansas Pacific 
appealed to Congress to compel a change in it. Then last 
spring Mr. Scott and the other Pennsylvania directors with- 
drew from the Union Pacific board, and the administration wag 
traosferred to Mr. Vanderbilt’s assistants and relatives, who are 
not the men the Pennsylvania is likely to choose to manage a 
property which it controls. 

As for the Central Pacific, we believe that no one ever 
imagined before that any other corporation controlled it, or, in- 
dee i, could persuade it to do otherwise than pretty much as it 
pleases. The Kansas Central, a new narrow-gauge road which 
bas about 50 miles of traci, is also handed over to the Pennsyl- 
yania, probably because some Philadelphia men are interested in 
it; and, too, it is made to swell the grand total of the mileage 
under this great company’s thumb, so to speak, by 551 miles, 
which is what the company hopes to build. The St. Louis, Kane 
sas City & Northern is in the list, but the control of the Penn- 
sylvania is said to be in conjunction with the Chicago & Alton 
and the Kansas Pacific. It is true that there are directors of 
these three corporations in its board, but, we believe, only one 
of the Pennsylvania, besides the General Manager of the “ Penn- 
sylvania Company ;” but the remarkable thing is the statement 
that the “capital invested in works” of this road is estimated 
at $48,000,000, the Pennsylvania itself, with a mileage of 414 
miles, being put at $34,610,161! The Texas & Pacific, of course, 
is included, Thomas A. Scott being its President; but we 
imagine it wil be very hard to find that the Pennsylvania exer- 
cises the slightest control over this company, as it certainly 
owns none of its stock, and is not responsible for any of it@ 





2 Hye Te es wey 


1 





484 


|THE RAILROAD GAZETTE: 


[Nov. 9, 1873 








debts. This road, too, is credited with 3,100 miles of road, 
having in fact 66 miles completed. 

The International Railroad of Texas is in the list. It is 
owned almost wholly in New York, and shows no signs of Penn- 
sylvania influence in its board or otherwise. The Cairo & Ful- 
ton is also given, though the Pennsylvania has not one director 
in that company, which is controlled by the St. Louis & Iron 
Mountain. No mention. is made of the Grand Rapids & Indi- 
ana Railroad and its leased line, the Cincinnati, Richmond & 
Fort Wayne, which, with more than 400 miles of road com- 
pleted, are worked by the officers of the ‘“ Pennsylvania Com- 
pany.” And, what seems remarkable, the Northern Pacific is 
not included, in spite of the fact that its President is President 
of the ‘‘ Pennsylvania Company,” and that J. Edgar Thomson 
and Thomas A. Scott are among its stockholders. And we miss 
all the linés leased by the Southern Railway Security Company, 
which has several Pennsylvania men among its stockholders, 
and works harmoniously with the Pennsylvania Railroad when 
it can, though the position of its lines prevents its carrying 
much to any of the Pennsylvania’s lines except thoso across 
New Jersey, which it cannot avoid using. 

The fact is, when men have become go eminent for successful 
management as are the leading officers of the Pennsylvania 
Railroad Company, their names give strength to weaker cor- 
porations, and cause them to find favor when otherwise they 
inight fail, Therefore these men are sought by many corpora- 
tions for the sake of this strength. It by no means follows 
that the Pennsylvania Railroad Company controls any given 
railroad because Mr. Thomas A. Scott or some other Pennsyl- 
vania officer is President of such corporation. He may go in 
and out, as he did in the case of the Union Pacific, and there 
be no other connection with the Pennsylvania Rail*oad Com- 
pany. That company has leased a great many railroads, and 
it has guaranteed the bonds of others in consideration of their 
through traffic; and doubtless its officers control some in 
which the Pennsylvania as a corporation has absolutely no 
interest ; and in the latter cases the degree to which one will 
be made subordinate or independent of the other will doubtless 
depend much upon the interests of the individuals comprising 
the companies. 

Altogether, we think The Financier has failed to make our 
information more complete concerning the extent of the lines 
controlled by the Pennsylvania Railroad Company. Of the 
14,273 miles included in its “grand total,’ more than 4,300 
miles are not constructed, and nearly as much more is not under 
its control. Of the $678,697,593 which is given as the gross 
amount of ‘ capital invested in the works” which it controls, 
about $375,000,000 is either for works which it does not control, 
or is an exaggeration in amount. We hardly feel enlightened 
by such an exposition of the affairs of the company, and fear 
we will have to depend upon its reports until we can get some- 
thing better than this. 





Annual Meeting of the American Society of Civil 
Engineers. 





This society held its eighth annual meeting at its rooms in 
New York Wednesday, November 6. A report from the board 
of direction was presented giving a comprehensive account of 
the operations of the society for the past year. The number 
added tothe membership during that time is greater than 
during any previous year, as is shown by the following state- 
ment : 

November 1, 1871, the active membership was 212, 
assuciates 5, fellows 48, being a total of 265. The increase 
in active membership during the year was : members elected, 
833 qnalified, 71; resigned, 3; died, 2—making an increase of 
66. Associates elected, 5; qualified, 3; resigned, 1; become 
members, 1—making the increase 1 ; fellows added to the mem- 
bership, 13—making a total increase of members of 80. The 
present membership is now: residents, 103; non-residents, 
175—total, 278. Associate members: resident, 2; non-resi- 
dent, 4—making a total membership of 284, and of fellows, 61, 
or $45 in all. 

The committee appointed at the annual convention held 
in Chicago to mature a plan for the award of the Nor- 
man medal, reported and recommended that competition for 
the medal should be restricted to members of the Society, and 
that the papers submitted, therefore, shall be of practical 
engineering interest, to comprise every description of struc- 
tures either completed or in course of erection, or records of 
experiments illustrating well-defined theory. Mr. Norman has 
deposited $1,200 with the Treasurer of the Society for the pur- 
pose of carrying out his intention announced at the late 
annual convention, and offers to supply any additional sum 
which may be required. 

Louisville was selected as the place in which to hold the next 
annual convention. 

The Committee on Chapters made a report, which was or- 
dered to be printed and circulated among the members. Action 
thereon was deferred until the next annual convention. 

Two members of the Society, Mr..S. 8. Post and Mr. M. 0. 
Davidson, have died during the past year. The former was one 
of the founders of the Society, having attended the first meet- 
ing held for its organization, November 5, 1852. Mr. Davidson 
soon after became a member. 

The President, Vice-President, Secretary and Treasurer were 
re-elected. General Greene, Messrs. Collingwood and Bogart 
were elected directors. 








Record of Track Increase. 





Tn this number we give information of track-laying on new 
railroads, as follows : 

Chieago & Northwestern—Menomonee Extension, extended 
northward 13 miles to a point 23 miles north of Menomonee, 
and from Escanaba southward 7 miles, a total extension of 20 
miles. Buffalo, New York & Philadelphia, extended south- 


ward 17 miles to a point within 24 miles of Emporium, Pa., and 
94 miles from Buffalo. Philadelphia & Morristown, track laid 
from Philadelphia, N. Y., northward 7 miles to Theresa, Jeffer- 
son County. Lake Shore & Tuscarawas Valley, extended from 
Medina southeastward to Strasburg, Tuscarawas County, Ohio, 
about 50 miles. Bridgeton & Port Norris, completed by the 
extension from Mauricetown southward 5 miles to Port Norris, 
N.J. Wakarusa Valley; track laid from Lawrence, Kan., west 
by south 14 miles. Jnternational, extended from Neches north- 
east 13 miles to Jacksonville, Texas. Grand Rapids & In- 
diana, extended from Clam Lake northward 25 miles to Fyfe 
Lake, Mich. Traverse City Branch, «track laid from Traverse 
‘City, Mich., southeastward 11 miles toward the junction with 
the Grand Rapids & Indiana. Jackson, Lansing ¢& 
Saginaw, extended from West Branch northward 24 miles 
to Higgins’ Lake, Roscommon County, Mich. Peninsular, 
extended from South Bend, Ind., westward 16 miles. Mans- 
field, Coldwater & Lake Michigan, track laid from Mansfield 
northwestward to Tiffin, O., about 45 miles. Cairo & Vin- 
cennes, extended 30 miles. Chicago, Dubuque & Minnesota, ex- 
tended northward 6 miles to a junetion with the Southern 
Minnesota Railroad within three miles of La Crescent. Bur- 
lington, Cedar Rapids & Minnesota—Milwaukee Kzatension, 
track laid from the junction with the main line at Cedar Rap- 
ids northward 12 miles. Wisconsin Central, extended 20 miles 
to a point 60 miles northwest of Stevens Point. Indianapolis, 
Bloomington & Western— Western Extension, extended from 
Clinton west to Havana, Ill., 65 miles. Boston & Maine—Port- 
land Ertension, track laid on the western end from Salmon 
Falls, N. H., northeastward 17 miles to Wells Village, Me. 

This is a total, which we would be justitied in calling a grand 
total, of 397 miles of new railroad. 





THE SouTHERN Minnesota RaruRoAp Company, as a telegram 
from St. Paul, dated October 30, says, is sued for foreclosure 
by Messrs. Samuel B. Ruggles and Albon P. Man, trustees of 
the bondholders, in the United States Circuit Court in the St. 
Paul (Minn.) District, and they ask to have a receiver ap- 
pointed. The first-mortgage bonds amount to $3,600,000, and 
the second-mortgage to $1,252,000.” 

The road is 170} miles long, extending from La Crescent, 
Minn. (opposite La Crosse, Wis.), westward to Winnebago City. 
Throughout its length, nearly, it runs through a tertile wheat- 
growing country, though not yet very thickly settled ; and has 
in few places any competition for traffic, its nearest neighbor 
being the Winona & St. Peter, which is at one point about 15 
miles distant on the north, but generally from 20 to 35 miles ; 
and on the south the only line near enough to affect its traffic 
being the Milwackee & St. Paul, which approaches it on that 
side at an angle of 45 degrees, on the north side being nearly 
perpendicular. This, too, is the only line crossing it. The 
second mortgage is for $3,600,000, but we believe only $1,252,000 
has been issued, so that the funded debt is at the rate of 
$28,470 per mile, and this is probably more than the cash cost 
of the road and equipment, the latter being very small. There 
is, moreover, or was recently, a large floating debt. The road 
could hardly be better placed to serve the country through 
which it runs, as it can carry equally well to Chicago and Mil- 
waukee, and is a not unfavorable route for wheat going to Du- 
luth. It has, too, the advantage of competing routes for carry- 
ing its traffic east of the Mississippi. The receipts for the year 
ending with August, 1871, were something less than $3,000 per 
mile, and a trifle less than the working expenses. We have not 
seen any report of the earnings for the last fiscal year. Failure 
to meet the interest on the bonds was made last April. 

The line is one sure to have eventually a large and profitable 
traffic, unless too many new Jines shall be constructed near it, 
of which there is no immediate prospect. Its chief freight is 
wheat, which is almost the sole export of the country on its 
line, and there is scarcely any other agricultural product which 
supplies so large a traffic per cultivated acre, corn being much 
more weighty, it is true, but generally, except very ncar mar- 
ket, being turned into pork or beef before leaving the farmer. 


RariRoap Assassins who deliberately attempt to wreck trains 
were spoken of last week as more numerous than would easily 
be believed and too seldom ‘caught and punished. Wo have 
since heard of another instance, in which obstructions were 
several times placed on the St. Paul, Stillwater & White Bear 
Lake Railroad. But in this case, we are glad to say, the mis- 
creants were caught in the act at last. One of them is said to 
be aclergyman’s son. So far so good. We hope soon to help 
advertise the fact that they have been put where they will not 
be able again to attempt such a crime. 

A few weeks ago some persons were arrested near Pohick, Va., 
who had made repeated attempts to wreck a trainat a bridge 
on the Alexandria & Fredericksburg Railroad. They are re- 
ported to have confessed their crime and said that their only 
motive was a desire to see the cars go tumbling over the bridge 
into the stream! We don’t think there is room in this world, 
at least not in the open air, for people who have an appetite for 
such amusements. 

Still later we have news that agents of the Marietta & Civ- 
cinnati Railroad Company have arrested one Harrison Nichols, 
who was detected in the act of placing a rail across the track of 
that company’s road at Petra, Ohio, just in front of the pay- 
master’s train going at full speed. The person detecting him 
succeeded in removing the railin time to save the train. The 
man does not deny committing the act, but denies any mer- 
cenary motive, saying that he had been refused a position, was 
half drunk and angry. The law in Ohio provides for imprison- 
ment for twenty years as punishment for such an offense. 











Tue Nationat Raruway Company has been on trial for its life 
before Vice-Chancellor Dodd, of New Jersey, at the suit of the 
Pennsylvania Railroad Company. The plaintiff claims that it 
has in the charter of the Camden & Amboy Railroad the exclu- 





sive right to a railroad between New York and Philadelphia, 





and that, therefore, the Legislature has not the authority to 
charter another railroad ; it claims, further, that the charter of 
the Stanhope Railroad Company, under which the National 
Company is working, is fraudulent and invalid, The National 
Company replies that all exclusive privileges for a railroad from 
New York to Philadelphia expired January 1, 1869, and affirms 
the validity of the Stanhope charter. 





Tuk Derencre oF A Rattroap Emptoyer, charged with 
having caused a severe accident by his negligence, will bes 
undertaken by a recently organized British ‘‘ Amalgamated So- 
ciety of Railway Servants.” The Society does not claim that 
the man is innocent, or that his prosecution is not entirely 
proper, but simply that he is entitled to all legitimate aid in his- 
defence, and that, as the railroad company will have more emi- 
nent counse! than the employee (a stationmaster) is likely to be’ 
able to secure, it is proper that the means of the associated em- 
ployees should be brought to his aid. The accused is not even 
a member of the Society, and is of higher class than most of 
those who belong to it. 





) @eneeal Railroad Mews. 


TRAFFIC AND EARNINGS. 








—The Buffalo Courier says: “It has become noised abroad’ 
that very extensive . profits, and in some cases large fortunes, 
have been realized during the past season by some of the ves- 
sel owners of Buffalo, and inquiry proves this to be the fact.. ° 
Those who are posted say that since 1866 there has not been a 
season to compare with the present for prosperity to owners of 
vessels, cither propellers or sailing craft. The chief reason for’ 
this has been the unprecedented demand for the iron ore of 
Lake Superior. Some of our vessels were put in commission 
for this trade last year, at rates of about $2 per ton, which af- 
fordsonly a fair remuneration ; but those which have been left 
free have been able to obtain as high as $6.50 per ton for trans- 
portation of iron ore. This, it is reckoned, is about equivalent 
to obtaining 16} cents per bushel for carrying wheat, whereas & 
cents per bushelis a paying rate. The fact that a large num- 
ber of vessels have been in commission during the season for 
carrying iron has made the demand great for grain-carrying 
vessels, and the natural result has been to raise this class of 
freights. The fortunate owners of disengaged vessels have, in 
consequence, reaped harvests. We hear the profits of one ex- 
tensive vessel-owner rated as high as $300,000, while several 
gentlemen are credited with a third of that sum as the results 
of the earnings of their vessels during the season of 1872.” 

—The earnings of the Burlington, Cedar Rapids & Minnesota 
Railroad for the third week in October were: 1872, $28,980; 
1871, $15,908 ; increase, $13,072, or 82} per cent. 

—The earnings of the Kansas Pacific Railway for the third 
week in October were: frum passengers, $17,348.60; freight, 
$74,332.24 ; mails, $2,055.31; total, $93,736.15. Of this amount, 
$4,418.77 was for transportation of troops, mails and Govern- 
ment freight. 

—The earnings of the Hannibal & St. Joseph Railroad for the 
month of September were : 1872, $214,106 ; 1871, $297,243; de- 
crease, $83,137, or 28 per cent. 

—The earnings of the Columbus & Hocking Valley Railroad 
for the month of October were $91,424. The coal tonnage of 
the road for the month of October was 61,150 tons. 

—The earnings of the St. Louis and Southeastern Railway 
(consolidated) for the month of October were $117,996, being 
an increase of $17,724 over the month of September. 

—The following isa statement of the receipts of the Boston & 
Albany Railroad for the year ending September 30 : 


1871. 1872. 
DN, ce cisinginitayukscmmiesenaaiaad $7,962,342 40 $9,259,598 St 
ME POMOD oo. c sc cscs cssccccccccotesccce SpE Oe am 6,896 984 12 


ae 
Number of tons carried... 
Toval freight mileage or tons cart 


$2,362,614 69 
2,732,901 


$2,154,932 96 
2,209,333 





227,151,684 
Number of passengers carried.........- 4,744,904 5,247,516 
Passengers carried one mile........... $8,064,938 113,047,331 

The increase of gross receipts was $1,297,256.41, or 163 per 
cent., while the increase in net earnings is $207,631.73, or 9§ per 
cent. The increase in the amonnt of work done is large in both 
passenger and freight departments, but the increase in net re- 
ceipts is almost wholly from the latter, owing to the considera- 
ble reduction in passenger rates made during the year. 


299,064,965 


ELECTIONS AND APPOINTMENTS. 





—The President has appointed a Commission, consisting of 
James L. Graham, of Pittsburgh; James Wright, of Des 
Moines, Iowa, and J. A. Powell, of Olney, lil, to examine and 
report upon the condition of the Burlington & Missouri River 
Railroad in Nebraska. 

—Ata meeting of the stockholders of the Chicago & Michigan 
Lake Shore Railroad Company, held October 15, the following 
board of directors was elected: James F. Joy, Detroit. Mich. ; 
A. H. Morrison, St. Joseph, Mich.; C. Davis and 8. R. San- 
ford, Muskegon, Mich.; D. L. Filer, Ludington, Mich.; T. 
Godfrey and M. L. Sweet, Grand Repids, Mich. ; L. G@. Mason 
and George H. White. Messrs. Mason and White are new 
members of the board, taking the places of 8. A. Brown and 
Thomas Hefferson. ‘The board subsequently met and re-elected 
the old officers, as follows: James F. Joy, President; A. H. 
Morrison, V‘ce-President and General Manager; Isaac Liver- 
more, of Boston, Mass., Treasurer; J. M. Barnet, Grand 
Rapids, Mich., Secretary. 

—Solicitor-General Bristow, of the Department of Justice at 
Washington, has accepted an appointment as Solicitor of the 
Texas & Pacific Railway. 

—At the annual meeting of the stockholders of the North- 
eastern Railroad Company of Georgia, held at Athens, Ga., 
October 22, the following board of directors was elected: F. 
Phinizy, R. L. Moss, J. H. Newton, Y. L. G. Harris. W. B. J. 
Hardman, J. D. Pittard, A. 8. Erwin, J. D. Phillips, H. Bousse, 
Howell Cobb, J. W. Nicholson, J. A. Hunnicut, Jefferson Jen- 
nings, G. W. Center, Garnet McMillan, C. W. Hood, J. J. 
Turnbull. 


—At a meeting of the stockholders of the proposed Shenango 
Valley, Youngstown & Chicago Railroad Company, at Alliance, 
Ohio, last week, the company was organized by the election of 
the following board of directors: James Mullins, John Hunter, 
Caieb B. Wick, 8. Perkins, Jr., Charles A. Wood, George B. 
Edward and C. K. Greiner. The directors then elected James 
Mullins, President, and John Hunter, Secretary and Treas- 
trer. 

—The organization of the East St. Louis National Stock Yards 
Company, of East St. Louis, was completed on the 31st of Octo- ° 
ber by the election of the following directors: Azariah Boody 
and A. M, White, New York, of the Toledo, Wabash & Western 
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to be sufficient to meet the wants of the city, and hence fre- 
uent plethoras of various agricultural staples. The extraor- 
inary high rates of lake freights will undoubtedly be remedied 

by the building of many vessels the coming winter, for at the 

present carrying rates @ veesel will pay for itself in a single 

season. 

General Freight Agents’ Meeting. 

The semi-annual meeting of general freight agents took place 
at the Gardner House week before last, Little was done except 
to consult as to rates of tariff, and to settle some little ques- 
tions of administration. The next meeting will be heid in 
Milwaukee. 

Ohanges of Time, 

The changes of time, most of which went into effect on the 
27th ult., were not all reported with accuracy heretofore, They 
are as follows : 

Michigan Central. 
Leave. . Arrive. 
Mail (via main and cg, Rok *5:30a.m. *8:45 p, m. 
Indianapolis Mail (via Indianapolis, Peru 

& Chicago Railroad..................... * 5:30 a, m, * 8:45 p. m 
New York & Boston Express............. * 9:00 a. m. * 8:00 p. m 
Grand Trank Day Rayeces Sitlaishianie diate eadantl * 9:00 a. m. *8:00 p. m 
Jackeon, Kalamazoo, Three Rivers & St. 

Joseph Accommodation............... p. m, 10:20 a. m 
Atlantic Express (via air-line from Niles 

to Jackson) 8:00 a. m. 
Indianapolis Express... _. *$6:00 a. m. 

any | at) peng 8:00 a. m. 
Special Grand Rapids & Pentwater Kx- 

press (via Chicago & Michigan Lake 

Shore Railroad.....................00. t8.30p.m. *6:00a. m. 
x SR USCRRRIRRRRR RRC REET ogi t*9:00 p.m. *t6:30a. m. 

t Saturday excepted. * Sunday excepted. + Monday excr pted. 

Lake Shore @ Michigan Southern. 

Leave. Arrive. 
nist. <ncbeiihins whiten nts chaphnes sada 46:40 a. m 9:20 p. m. 
Special New York express...) "** 19:00 a.m. —+#:00 p. m. 
pe artypeecbue, nage OTT I aia 5:15p.m. 8:00a. m. 
Lea aaa #§9:0u p.m. +§6:30 a. m. 
Eikhart accommodation..." 13:40 p.m. 10:10 a. m. 
South Chi accommodation............. +12:00 p.m. +350 p. m. 

+t Sunday excepted. § Saturday excepted. 
Pittsburgh, Fort Wayne & Chicago. 

Leave. Arrive. 
1 EAS 9S eee 2 eee *9:00 a. m. 7:30 p. m. 
EOC OOM. 565s bac tidcecneccnecd,., §5:15 p.m. +6:30 a. m 
ei nktnnieciaaicn: conmeccesce 39:00 p.m. = §8:00 a. m 
mre aepraaess. *4:558.mi. *6:10 p. m 
Valparaiso accommodation............./ 77” *8:45 p.m. = *8:50 a. m 

* Sundays excepted. § Daily. t Except Mondays. 
+ Except Saturdays and Sundays, 
Pittsburgh, Cincinnati & St. Louis. 

Leave Arrive. 
Cincinnati express.................. +7:40a.m. 6:10 a. in. 
Ind., Cin. & Louisville exprees +%:40a.m. 46:10 a. m. 
Columbus & Eastern express... +12:55 p.m. = $8:25 a. m. 
Ind., Cin. & Louisville express... - *7:30 p.m. .+9.20 p. m. 
Cincinnati via Richmond...............°- 7° *7:30 p.m. +920 p. m. 
Lansing accommodation.................... *5:05 p.m. _+7:50 p. m. 


* Except Saturdays. 


Chicago & Pacific, 

The construction train on this road now 
miles west of the city limits and track is 
of one mile per day. It is expected that the road will be com- 
pleted to Elgin by New Year’s Day. Cars for the first passen- 
ger train are now being manufactured at Michigan City. 


Michigan Central. 
This company hag recently extended its Jackson, 

—- Division 20 miles, reaching a 

Jackson. 


Chicago & Alton. 

It is probable that before a great while this road will have an 
alinost Kanmited connection to the og = > Mis- 
souri, Kansas & Texas Com gee shortly to build a sec- 
tion of road from Fayette to Mober y, and the latter will soon 
be connected with the Lotisiana Branch of the Chicago & Alton 


road at Mexico. The Texas cattle trade is becoming very large, 
aud this road is obtaining a good share of it from Kansas City. 


Lake Shore & Michigan Southern. 

The following report of the resent extent of the double 
track on this road has been published > It is completed and in 
use from Buffalo to Hamburg 10 miles, Angola to Westfield 36 
miles, No East to Erie 15 miles. Ia ten days they will open 
their double track from Westfield to No East, and the balance, 
from Hamburgh to Angola, in twenty days, thus completing 
the track from Buffalo to Erie bofore December 1. The douvie 
track between Cleveland and Erie is now being used the entire 
distance, except between Madison and Willoughby, a distance 
of 22 miles; and between Cleveland and Toledo it is in the 
same state of completion, and the matagers thus seein to be 
determined to redeem their promise to have their entire double 
track between Buffalo and ‘Toledo finished previous to J auuary 
1, 1873. As most of the long tributary lines—such as the To- 
ledo, Wabash & Western, the Dayton & Michigan, the Cleve- 
land, Columbus, Cincinnati « Indianapolis, the Cincinnati, San- 
dusky & Cleveland, and, indeed, its own Michigan lines—bave 
their junctions at or east of Toledo, this will provide a double 
track where traftic is by far the heaviest. Indeed, having two 
the through traflic in each 
within a hundred miles of 


Kxcept Mondays. 


runs to a point seven 
being laid at the rate 


Lansing & 
point 193 miles north of 


Chicago. 


Chicago & Northwestern, 

At a directors’ meeting at the New York office on the 30th 
ult., a resolution was passed authorizing the Executive Comnit- 
tee to issue $10,000,000 either of stock or bonds, at its discre- 
tion, to represent the cost of new lines constructed. * There 


18, representing no new property. But this is an extraordinary 
and doubtless ignorant assumption. The company has this 
season been angaged on three important railroads—one in Wis- 
consin (the Madison Extension), one in the northern peninsula 
of Michigan, and one in Minnesota—and of course it ig not to 
be expected that the company can build all these new lincs out 
of net earnings, and it — not if it could. 

The Marinette (Wis.) gle, of October 19, says: 

“'Track-laying on the Northern Extension is now rogressing 
more rapidly than ever, as the dry weather has facilitated oper- 
ations. Mr. Wallace is now hopeful of having the track laid the 
entire length of the line to Escanaba by the ¢' of November. 
If the weather continues favorable there is little doubt of this 
being accomplished. There are now about 23 miles of track 
laid on the southern portion of the line, and about seven miles 
laid on the northern m 30 miles in all. We hope to 
be able to take a trip to Escanaba by rail before many weeks.” 


New Ticket Offices. 

The Fort Wayne has enreged for its down-town ticket office the 
northeast corner of Clark and Randolph streets—its old place 
before the fire—at a reported rent of $11,000 per year. The Lake 
Shore & Michigan Southern has taken the Opposite corner—the 
northwest—which the Erie occupied before the fire. These two 
corners were probably the two best in the city for ticket offices 
before the fire, but the change in location of the leading hotels 
may change that, 





THE SCRAP HEAP, 


Locomotive Engineers’ Life 
Tn his address at the annual 
Mr. CO. H. Sherman, President 


Insurance Society, 

meeting at St. Louis, recently, 
of the society, gave the following 

statistics : 


“Since the organization of the Association up to July 1 
1872, we have paid out to the heirs of deceased and disabled 
members $345,842.99. To raise this amount of Hey hy to 
pay expenses of the Association and collection, there been 
collected from each member who has been in the Association 
continuously $127.75. Counting two half rates of disability ag 
one, and we have, up to July 1, 1872, paid 138 poli ies, the aver- 
age amount of each Ceing $2,506.11. From these 
will readily perceive that, during a period of 
three months—counting from April, 1868, when the first assess- 
ment was made—we have been insured at acostof 11-5 per 
cent. in the sum of $2,506.11; in other words, by paying $30.06 
r annum we have been iusured for $2,506.11. the expecta- 
ions of the founders of this organiza‘ion have been more than 
realized, while the predictions of our opponents have been 
blasted by the stern logic of facts.” 


Rock Island Bridge Letting. 

The officer in command o: the arsenal at Rock Islagd re- 
— advertised for bids “ for furnishing and erecting an 
iron bridge across the south channel of the Mississippi River, 
between the island of Rock Island and the town of Moline, 
(The piers are already built in still water from 6 to 12 feet deep 
on solid rock bottom.) To be a through bridge 721 feet Jon 
in five equal spans ; to have a roadway 20 fect in the clear, an 
with two side walks each five feet iu the clear : the roadway to 
be floored with oak plank 3 inches by 6 inches, and the gide- 
walks with pine plank, 3 nches by 6 inches, the latter to 
have a suitable hand-rail properly braced, the floor beams of 
wrought-iron, the floor joists to be of white pins.- All iron 
under tensile strain to have a tenacity of not less than 55,000 
pounds per square inch of section, and to bear 20,000 
without permanent set. No part of the structure to be strained 
to more than one-sixth of its ultimate strength under a joad of 
2,500 pounds 
suitable aint. 

The following were the bids received : 


four years and 





Davis & Soulime, Milwaukee........ ‘an $89 200 
Iron City Bridge Company, Pittsburgh.....|.. -: 82,704 
Baltimore Bridge Company, Baltimore.... 80,000 
American Bridge Company, Chicayo........ 74,475 
Sy et in sbeh occschoarnsensscc.co, -. 71,200 
Keyetoue Bridge Company, Pittsburgh .... .| |||" ” -. 66,000 
A. G. Soule, Buffalo......°’. 949200 C0eSeSsoocessoeccecsccenns 61.225 
Clarke, Reeves & Co., PIN siasdsenneonoanacctccriee 60,280 
Oe WE stascsecessecdcscskeakenicoat ioe 59,724 
—— Morrison, Dayton, bihindebhiendne tttteeeeeeeceseees 56,808 
Charles Macdomald, New Yori... 000.000". 7..77° ct t07* 55,007 
pI StAneIEY ereboenons srepenpoansnacesenrc tee 53,100 


The contract was awarded to Messrs, Clarke, Reeves & Co., 
of Philadelphia, at the above price. 


A Complete Map. 


The Allentown (Pa.) Vers says: , 

“ There is now on exhibition at the rooms of G. A. Aschbach, 
Civil Engineer, in"this city, one of the largest, most accurate, 
minute, and most elegantly executed maps that we have ever 
seen, or indeed ever heard of. 

“The map is about three fect wideand thirty-two fect long, 
and presents a view of the valley trom Phillipsburg, in New 
Jersey, to the dam above Laury’s Station, with all the buildings 
and improvements that are now to be seen in it. 

** Between this point we venture to assert thero is nota build- 
ing of any kind that is not noted. The river with all its b-auti- 
ful and romantic sinuosity, the canal with its locks and toll- 
houses, the Lehigh Valley and the Lehigh & Susquehanna 
Railroads, with all their sidings, switches, depots, turn-tables, 
cte., as also all the towns and Villages that stand s‘ong their 
course, are most accurately and beautifully delineated. 

“The map, we learn, was ordered by and will become the 
property of the Lehigh Valley Railroad Company, and there is 
& possibility of its being continued so as to exhibit the whole 
road from the New Jersey to the New York line.” 


Burned Iron, 

In a paper on this subject, H. Caron, a Frenchman, describes 
some experiments which indicated that fron heated to a weld. 
ing heat and then cooled without hammering, suffers by the 
heat, and not by any oxidization, some molecular change ren- 
dering it brittle. He says: “The investigations made upon 
our railroads, and especially those of tho late De Seuarmont 
and Le Chatelicr, have shown that the fractures of tires and 
axles can always be explained by either bad workmanship or the 
inferior quality of the iron cmployed. The crystalline appear- 
ance of bars of iron, axles, ete., broken in winter time has led 
to a widespread notion—which is, howev: r, equally err meous— 
that under the influence of the cold of our winters iron becomes 
brittle :” and, after relating some experiments in which great 
changes in temperature made absolutely no difference in the 
breaking strain of iron bars, he adds, *T must, however, state 
that all my experiments were made with good iron ; in the case 
of poor iron, I do not doubt that the brittleness may be materi- 
ally augmented by exposure to cold.” 


Pensions for Enginemen. 

We published a little time ago, with some comments, a letter 
from ** Hindoo” on the subject “‘ How long should an engine- 
man stick to his engine?” which the Chronique de l Industrie, a 
Be'gian technical soareal, translates, prefacing it by these re- 
marks : ‘‘ We should remark that there exists in Europe, in a 
g!eat Many companies, a regulation which assures a pension 
to enginemen who are victims of accidents during their service, 





has been some disposition to regard this issue as “ water”—that | light 


| now that some of these cars bave been 





or to their families in case of death. America, then, seoms be- 
bindhsnd in this particular.” 


New Woodruff Sleeping Oars, 


We recently gave an account of tho design for a new and 
sleeping car made by Mr. Jonah Woodraff, and we learn 
built by the Jackson & 
Sharpe Company, and were recently put on the Detroit & In- 
dianapolis line by way of Y silanti, Hillsdale, Auburn and Peru, 
The Detroit Tribune, in a deseriptlen, says: 

“The interior differs radically from the Pullman cars, The 
two oval compartments occupying the ends, the remainder of 
the car before the berths are arranged presents the ora 
ance of an ordinary palace car. Tho berths are arranged inthe 
seats and on the sides of the car, and when in place the lower 
and upper ones are both lower than in other rleepers, thus ren- 
dering the upper ones far more desirable than they usually are. 
The worden partitions generally used between the berthe are 
notemployed in the Woodruff cars, A division is effected by 
the arrangement of the seats and by the way in which the upper 
berths are constructed, and by the additional use of very heavy 
curtains. The division is perfectly completed and a great deal 
of weight is thus got rid of, much of it high up in the car, 
where weight is always objectionable.” 

These cars are carried on four-wheel trucks. 


Railroad Cases in the Supreme Court. 

The United States Supreme Court, now in sersion at Wash- 
ington, has on its docket five cases under advisement in which 
Wm. H. Barnes is a party versus certain railroad 
They involve the question whether the act of Congress approved 
June 30, 1864, authorizes the levy and collecti “of a taxon 
diyidendy declared by railroad companies in 1863" but declared 
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to be payable at a time after December 31 of that year, and 
therefore not receivable by stockholders until in the year 1870. 

The case of the Philadelphia & Reading Railroad against the 
Commonwealth of Pennsylvania involves the question whether 
a law of the State that imposes a tax upon the transportation 
of freight from or into the State of Pennsylvania from other 


States is constitutional as coming into conflict with the provisivn | 


which gives Congress the right to regulate commerce between 
the several States. This case has been once argued, and the 
parties have leave to file additional briefs. 

Another important railroad case is that of Davis, Governor 
of Texas, against Gray, receiver of the Memphis & El Paso 
Railroad Company. Texas had granted certain lands to the 
railroad company. ‘The Governor, considering that the com- 
pany was not entitled to these lands, was selling the lands to 
different parties, and the receiver thereupon brought suit, and 
obtained from the Federal Court an injunction against these 
sales. ‘Che question raised is whether it is competent fora 
Federal Court to enjvin the Government of a State, and it turns 
chietly upon the question whether the United States can inter- 
fere with a State in respect to the management of its public 
lands. A newargument has been filed in this case, and it is 
held under advisement. 


English Saloon “Carriage.” 

A new saloon car built at the Brighton Railway Company’s 
carriage works is thus described in the London Railway News : 

“The exterior of the carriage is of mahogany, with teak 
bearing frame; the door handles, beadings, Xc., of silver- 
plated metal perfectly plain. The main portion of the carriage 
embregces two portions, which have two tull-length couches on 
each side. One-half of the saloon has a folding cloth-covered 
table to be used for any purpose the travelers may desire. At 
one end is acentral dour that communicates with the servants’ 
compartment, which has accommodation for five persons in one 
seat across the carriage. Passiog from this again, there isa 
compartment that, iu the event of there being but little lug- 


gage, would ,pass muster very well as a smoking compartment, 


a wide folding seat being provided. At the opposite cad of the 
saluon is the dressing closet that is tastefully fitted. The sa- 
loon has its wine cellar and plate box, fitted under the seats, 
with accommodation for a very long journey. Some ordinary 
first, second and third-class carriages are in process of building 
for the South London line, where they are much needed, and 
when put on the line these trains will be the most elegant and 
commodious in London. All the three classes are of one 
length and height, and, including the third-class carriages, 
glazed uniformly. The exterior and ends are of mahogany, 
well dressed and brightly varnished. ‘The side-bearing rails 
of the frames have steel plates, to give more room in the car- 
riage, with equal or greater strength in the bearers.” 


Instruction in Practical Engineering. 

In the Polytechnic College of Pennsylvania, of which Mr. 
Alfred L. Kenuedy is President, there are Monday morning 
meetings, in which the students of all the classes participate, 
bringing reports of visits made to the machine shops, dock 
yards and furnaces accessible, as weil as to bulldings, engincer- 
ing and other public works in process of construction. The 
members of the faculty participate aud endeavor to add to the 
general interest. 


Railroad Manufactures. 
The Litchfield ({1l.) Car Manufacturing Company began op- 
erations about four months ago. Since that time it has turned 


out about ono huadred and eighty cars, of which number one | 


half were box and the other coal cars. 

The Allentown Rolling Mill Company, which owns two rolling 
mills at Allentown, Pa., is turning out 25,0U0 tons of rails year- 
ly from the larger, and uses the smaller for light and steel raiis 
and bar iron. It is completing extensive bolt and spike works, 
and will soon bo ready to supply all the iron for a railroad 
track. 

Qhinamen on Peruvian Railroads. 

The Kalama (Wash. T.) Beacon gives the following as an 
extract from a letter written by an American in charge of work 
on & Peruvian railroad : 

«Well, [am seated on the work! I am Chief, at present, of 
all this division. I have five hundred China slaves on the 
work! Zhe Chinamen being all slaves on this wore !! I have 
chains, handcuffs and whips hauging up in my oftice! We have 
watchmen and guards over the China camp. 

“It is not half an hour since I had a Chinaman brought be- 
fore me by one of the guards fur smoking opium, and J gave 
him fi/ly lashes and sent hin back to camp! ; 

“j] tell you! it is the first time 1 ever had the Chinamen 
where I wanted them !” ; 

One might feel justitied in thinkiog many hard things of such 
asystem and of a government which permitted it; but it 
should be remembered that a man capable of writing such a 
lotter is also probably capable of lying, and quite likely to be 
more brutal in a letter than he would dare to be in reality. 


A Young Man who Meant Well. 

We find the following in the American News of Frankfort. 
It doubtless bas made two voyages across the Atlantic before 
reaching us, and so should be thoroughly seasoned. We com- 
mend Crockett’s advice to the young man—‘ Be sure you are 
right, then go abead "—with special emphasis on the “ then :” 

**A young and energetic gentlcman of Hartford, noted for 
the promptness and decision with which he always acts in cases 
of emergency, took the train on the Hartford Providence & 
Fishkill Road for Waterbury, where he had business to transact. 
When the train reached Plainwell a number of passengers 
alighted as usual.- In the seat opposite our gentleman friend 
were a lady and her boy, a little fellow five or six years of age. 
As the cars stopped the lady peered out of the window, seized 
the boy by the hand and walked with him to the rear of the 
car. ‘the two had scarcely passed out of sight before our ener- 
getic young friend noticed that the boy’s hat, a tin whistle, 
whip and other toys were lying on the seat which had just been 
vacated. The train started, and hastily concluding that the 
lady in her hurry to get oft at the station had unwittingly left 
them, our friend rushed across the aisle, and, gathering up the 
hat and toys, slung them out of the window. A change came 
over the spirit of his dreams as the lady, a moment or two 
later, came up the aisle, leading her boy by the hand. She 
didn’t stop at Piainwell. The laugh that was heard in that car 
when the lady returned made our young friend sick. He apol- 
ogized to the lady, explained how he came to throw the things 
out of the window, and went back to his seat in a frame of mind 
avything but happy.” 


Peat Fuel in Locomotives. 

A series of interesting experiments with peat fuel, lately un- 
dertaken by Mr. Eaton, of the Grand Trunk Railway of Canada. 
with a locomotive employed in drawing a special freight train 
running from Montreal to Brockville, 128 miles, is reported to 
have given the following results : 


TR A as cae ces: von ced = casdeqncasd cee) vacckes 683 
Pate RAS a 5 iic nhs 5555 oFed Dehs dose ctddocsssocigbscees 15,267 
Washer OF ane Ee GHB, « .n0 ccs tide edicteii A ecvercdovdges 22.4 
Gross weight of. train in tons (2,240 lbs.) exc usive of engiue 
SIR clk cca te wae s's ahs os dhesshaadssebec’ 428 
Net weight of freight in tons (2,240 Ibe.) ............. 2.02. eee 202 
Wood used in tighting tre anu getting up eteam............. 500 Ibs. 
— eee ‘ 2. 
1. In getting Up StCAM......ccccccccercccccccccceccrecsncncccs ’ 
2. Rt ..-2....... yA wed Pepa: smaahite 47,425 
3. Total quantity used ... ........ oy ta Re a MP fe Bi fcke 48,475 
4. Per train wile, exclusive of getting up steam.............. 69.4 
6. Per train mile, inclusive of getting up steam.............. W.1 


i, Sr IN: oo a cai ink’ a cle Tisieteen eked aden es dae 3.18 


| % Per ton of — weight. moved per mile, exclusive of en- 
} SPIE cocvncontnsnckia HAhssheksagansnasenkte 
8. Per ton of freight moved per mile, exclusive of engioe and 
NUNS occa tarreheipicracneuesnestercrscrvectatuseees 851 
Number of miles run per ton of peat.................eeeeeee 31.6 
Price of peat per ton Of 2 210 IbB.... ..--..cccccccccsccccccces 90 
Price of wood per tom Of. 9.900 TBM. ....o.000005006sc0cccesececaee 2 39 
1. Total cost of peat in ceuts per train mule, including the 
| weod used in lighting fires, etc.......0.......0:ceeeeeee 12.43 
&. Coat In Cents DOF CAF TGF TIIIG. 2... 0s cccnccceccccccessseces 556 
3. Cost in cents per ton of gross weight of traiu per mile, ex- 
clusive of engine and tender. ...........cccccccccceees 029 
4. Cost in cents per ton of freight moved per mile............ -061 
Average timc occupied in getting up steam................06- 7 min. 
Average speed per hour: Miles. 
cc Sep tusdinetescossies aecseswnmeeteke Sohne 13 
SS RET ee ee eee Se a a) Re ees 15.8 


In some further experiments with an express passenger train, 
the distance run was 177 miles, and the average consumption 
of fuel per mile was 45 pounds, the total amount of peat con- 
suméd being three and a half tons, worth $12.25, and the dis- 
tance made per ton of fuel 50} miles. Compared with the re- 
sults obtained with coal and wood, used in a similar train, the 
results stan:] as follows: 


Average mileage-run to one ton of coal. ...............see sees 59.91 
Average mileage with one cord ot wood weighing 400 lbs...... 40.69 
Average mileage with one ton of peat fuel............. 5bbaSoeo 50.50 


The prices ruling at the time these trials were made were: 
for coal $10 per ton, and for wood $7 per cord, so that the cost 
of fuel for the distance of 177 miles would be as follows : 
ee CS ES Ce Se NN re $29 50 
8. Wood, 4.41 cords at 87......... sccvccs Tietascacecs taas sebaes 30 87 
i GRE el, SB GOS OE Ba inn ci cseiis ceccscccewecics cctece 12 2) 

The first two prices are, however, given in currency, which at 
the then current rates would have increased tbe price of the 
peat, if reduced to the same standard, to $16. 








OLD AND NEW ROADS. 





Atchison, Topeka & Santa Fe. 


Three thousand car-loads of cattle have been carried by this 
road from Wichita to the Missouri River this season. Great 
efforts have been made to divert the cattle trade from the Kan- 
sas Pacific at Abilene to Wichita, which have been partially suc- 
| cessful. The freight charged was $30 per car load from Wichi- 
| ta to the Missouri River. From Wichita to Atchison the dis- 
tanceis 213 miles. 

Chicago, Clinton & Dubuque. 

The Dubuque (Iowa) Herald, of November 3, says of this 
road : 

** Weare informed relative to the extension of the road, that 
the line has been located from Sabula to Muscatine, and a party 
of engineers start out on Monday to locate the road from Mus- 
| catine to Burlington ; when this is dene, arrangements will be 
| made for getting right of way es to resuming con- 
| struction operation on the entire line to Burlington in the 
| spring.” 


Northwestern Union. 
The gradiog on this road, which extends from Milwaukee to 
Fond du Lac, 64 miles, is nearly finished, and the contractors 
| have a force of 1,000 men and 700 teams at work. | wey ten | 
will be pushed as fast as possible, and it is hoped that the roa 
| will be finished this year. 


| Marietta & Pittsburgh. 

| Negotiations are in progress for the extension of this road 
| northwest through Coshocton, Mount Vernon, Mount Gilead, 
| Marion and Kenton to Lima, O., on the Pittsburgh, Fort Wayne 
| & Chicago road. Such an extension would be about 160 miles 
| long, and it is claimed that besides a large local traffic the line 
| would do a very large business in carrying coal from the mines 

of Southern Ohio. 


Chicago, Dubuque & Minnesota. 

The track has been laid to the crossing of the Southern Min- 
nesota Railroad, which is six miles further than at last reports. 
Only three miles of track are still to be laid to complete the 
road to La Crescent, Minn. 


Burlington, Oedar Rapids & Minnesota, 

On the southern end of the Milwaukee Extension the track is 
laid to within three miles of Center Point, a distance of about 
12 miles from Cedar Rapids. Itis hoped that at least 20 miles 
of track will be laid before winter sets in. 


Paris & Decatur. 

The grading on the joint track cf this road and the Decatur, 
Sullivan & Mattoon, from the intersection at Mount Zion, Ill., 
to the crossing of the Ilmois Central at Decatur, is nearly com- 
pleted. The distance is about eight miles. 


Boston & Maine. 

Track is laid on the Maine extension from Salamon Falls, 
N. H., to Wells Village, Me., a distance of about 17 miles. 
This is on the western end of the extension. 


Indianapolis, Bloomington & Western. 

The Keokuk (Iowa) Gale City reports that the Western 
Extension is completed to Havana, Ill., about 65 miles from 
Clinton, the late terminus, and 92 miles from White Heath, the 
starting point of the extension. Iron for the whole extension 
to Keokuk has been purchased. 


Danville & Paxton. 
A number of gangs are at work on this road, and six miles of 
the grading between Danville and Marysville is completed. 


Mahoning Ooal Company. 

The contractors, Delamater, Brother & Co., have completed 
the grading of this company’s railroad between Youngstown 
and Andover, Ohio, a distance of about 35 miles, and track will 
be laid at once. 


Buffalo and Jamestown. 

The Oil Producers’ Railroad Company, of Pennsylvania, has 
contracted to complete their road, which is to be the southern 
end of the Bufialo & Jamestown road, to the State line by De- 
cember 1, 1873, after which it will be taken and operated by the 
Baffwlo & Jamestown Company. 

The following communication is published in the Buffalo 

Commercial Advertiser of November 2 : 


j **Gowanpa, Oct. 31, 1872. 
“ Editor Buffalo Commercial Advertiser : 

““The Seneca Nation of Indians, at a session of their Council 
held at Red House, upon the Allegany Reservation, yesterday. 
| executed and delivered to the Buffalo & Jamestown Railro 
| Company a perpetual leasc of the lands through which such 
| road passes, via the Gowanda route. 
| “H. F. ALLEN, 
| “Attorney for Seneca Nation of Indians.” 








| 


| Vermont Valley. 
| The Brattleborough (Vt.) Phenix says that the statement 
| that the managers of the Vermont Central Railroad obtained 
| last year a twenty years’ renewal of their lease of the Vermont 
| Valley road, is incorrect. Such a renewal was authorized by 
the directors of the Valley road, but the lease was never made 
| out, and the stockholders have since forbidden such action. It 
| ig therefore untrue that anybody has been “ taken down” in 





their efforts to release the road from the control of the Ver- 
mont Central. A change in the management is not, however 
to be looked for immediately. 


Maine Oentral. 

Judge Rice, President of this company, will hereafter have 
charge of the road as General Manager, assisted by Division 
Superintendents Lincoln, Brown and Noyes. 


Connecticut Central. 

The town of East Windsor, Conn., voted November 2, in favor 
of subscribing for 600 shares of the stock of this company. 
Private individuals in the,town have taken 500 shares, making 
the total subscription of East Windsor $110,000, 

Pensacola & Perdido, 

The last rail of this road has bean laid, and the road is open 
for traflic. The road extends from the Perdido River to Pen- 
sacola Bay, and is eight and one-quarter miles long. It has 
been open from the Perdido to Bayou Chico for the last two 
years. At the Pensacola Bay end the company have built a 
wharf 2,460 feet long, at the outer end of which there is 18 feet 
of water. For 750 feet from the outer end the wharf is 40 feet 
wide with three tracks; for the rest of its length there is but 
one track. The entire cost of the road has been $130,000. Its 
entire business is in hauling lumber from the extensive mills 
on the Perdido River to the bay at Pensacola where it is 
shipped. 


Sonora & Arizona. 

There is a. project in Mexico to construct a railroad from 
Guaymas, a barbor on the east side of the Gulf of California, 
northward through the State of Sonora to a junction with the 
Texas & Pacific in the southern part of Arizona. Northern 
Mexico will secure a railroad outlet easiest by the construction 
cf branches to this road, which everywhere west of the Rio 
Grande is but a short distance from that country. 


Mexico & Vera Oruz. 
Advices from the City of Mexico, dated October 25, say that 
ouly a few miles of this road remain to be completed. 


Great Western of Oanada. 

At the annual meeting of this compiny in London, October 
16, the remuneration of the board vu: directors was increased 
from £2,000 to £3,000 per year; the agreement with the Grand 
Trunk Company concerning the use of the International Bridge 
at Buffalo was ratified ; the agreement for the lease of the Lon- 
don & Port Stanley Railway, that fur the use of 15 miles of the 
Willand Railway for 21 years, that for running powers over the 
Hamilton & Lake Erie Railway, and that with the Michigan 
Central providing for the interest of the bonds of the Detroit 
Tunnel Company were ratified. 


Juniata & State Line, 

The engineers of this road have completed the survey of-the 
line from Philadelphia to the Maryland State line at Octorara 
Creek. The company intend to build a double-track railroad of 
three-feet gaugo from a point on the Delaware River, where 
connection will bo made with a road from New York, through 
the counties of Bucks, Montgomery, Delaware, Chester and 
Lancaster to the Maryland State line, where connection will 
be made with the proposed Maryland & Pennsylvania road to 
Baltimore. There will be a branch from Newtown Square to 
Philadelphia, and other branches through Southern Pennsyl- 
vania, which will make the letigth of road altogether 250 miles. 
The company proposes to issue ntortgage bonds to the amount 
of $4,000,000, and is preparing a mortgage to that amount on 
the proposed road. 


Maryland & Pennsylvania. 

This company, which proposes to build & double-track rail- 
road of three-feet gauge from Baltimore to the State line, there 
to connect with the Juniata & State Line Railroad in Pennsyl- 
vania, has executed a mortgage for $800,000 on its projected 
road to the Philadelphia Trust, Sate Deposit & Insurance Com- 
pany. The bonds are to be payable in 1896. The road would 
be about 40 miles long. 


Toledo, Wabash & Western. 


A correspondent writes from Quincy, Ill., under date of Octo- 
ber 31: *‘Quite a breeze has been raised here to-day among 
railroad officials by the announcement that to-morrow all west- 
ern-bound freight from the Toledo, Wabash & Western Rail- 
way would go via the Hannibal & Nables Branch to Hannibal 
instead of coming via Quincy, as heretofure. The sudden turn 
of this freight has upset the calculations of several parties, and 
as it was kept a profound secret by the few officials to whom it 
was known there was no chance of avoiding its effects. Should 
the Chicago, Burlington & Quincy Railroad, after its consolida- 
tion with the Burlington & Missouri River, turn its western 
freight that way, it will deaden certain classes of railroad busi- 
ness to such an extent in this quarter that it will take several 
years to revive it.” 

It seems entirely natural that the Toledo, Wabash & Western 
should direct its trafticin this way. The distanco from the point 
of junction of the Quincy and the Hannibal! lines is 70 miles to 
Quincy, 58 miles to Hannibal. By the Hannibal & St. Joseph 
Railroad the distance is the same from both Hannibal and 
Quincy, but the Toledo, Wabash & Western has a line of its 
own from Hannibal west to Moberly, 70 miles, which it can use 
for traffic going to Kansas City or elsewhere over the St. Louis, 
Kansas City & Northern road, which it is to its advantage to 
give all the traffic possible. 


New York, Kingston & Syracuse. 

We learn from a correspondent that the track is being laid 
from Moresville to Stamford, in Delaware County, N. Y., and 
was to reach the latter place by the 9th of this month, a dis- 
tance of 76} miles from lkondout, the eastern terminus of the 
road. Surveys are now being made to connect Oneonta with 
Earlville, its western terminus. The work is being vigorously 
pushed. 


Kansas Pacific, 

This company has brought suitagainst the Union Pacific in 
the United States District Courtat Denver, claiming $1,000,000 
damages for the latter company’s refusal to “ prorate” from 
Cheyenne westward, which the plaintiff claims is commanded 
by the terms of its charter. 


St. Louis & Southeastern. 

Tho Missouri Republican says that transfer aeross the Ohio 
River will probably be made by “this road on or near December 
1. The transfer boat, it is said, will be ready about that time, 
and a sufficient number of flats, with tracks for transfer of cars 
without breaking bulk, will also be ready, so as to give unin- 
terrupted through route to all through shipments. 


Missouri, Kansas & Texas, 

The St. Louis Republican of October 31 says : 

“Colonel Thomas Dorwin, General Agent of the Missouri, 
Kansas & Texas Kailroad, returned yesterday from a trip over 
the line, and through Texas as far as Galveston, on the Gulf of 
Mexico. The Missoni, Kansas & Texas road, on Sunday last, 
was within seventcen miles of the Ked River, but trains were 
only running to Caddo station, in the Choctaw Nation. The 
road will be comploted to the north side ot Red River by the 
10th of next month. The bridge at that point is being rushed 
ahead, by two sets of men, night and day, and will be completed 
for the running of trains in a short time thereafter. 

‘*From the river it is 44 miles to the néw town of Denison, to 
which point tho cars will be runnirg in a few weeks, thus make 
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ing a continuous railroad connection with St. Louis, a distance 
of 620 miles, and leaving only a gap of 40 miles on the Texas 
Central road to make the connection complete between St. 
Louis and Galveston, a distance of 1,013 mules. 

“The road-bed on the forty-mile gap in Texas is already 
graded, and track-laying is going on as fast as the iron can be 
obtained. 

“Colonel Dorwin says emigration is flowing toward Texas 
rapidly, and business is lively. Setween Dallas and Sherman 
he met some 500 wagons loaded with cotton, coming this way, 
and any amount of wagons loaded with hides, At the time he 
left, Denison had 159 houses finished. A large hotel with forty 
rooms is being put up, and another hotel—to be a four-story 
brick—was just atoll to be completed in 90 days.” 

Bedford & Bridgeport. 

The Cumberland (Md.) News, of recent date, says: ‘* The 
shipment of coal from Cumberland coal fields over the Bedford 
& Bridgeport route to northern and eastern points has com- 
menced vigorously. Fur the past few days twenty car loads, 
or two hundred tons, have been forwarded daily to a firm in 
Amboy, N. J. This is but the beginning of what will soon be 
. — trade.” Itis said that the Pennsylvania Railroad is 

e. 
to 


ivering Cumberland coal at South Amboy, N. J., for $4 per 
n. 


Toledo, Ann Arbor & Northern. 

The Aun Arbor (Mich.) Argus, of November 1, says: ‘The 
work of grading and bridging is nearly complete, all of the 
heavy work being done. Collections are being actively made 
on stock assessments in arrears, and contractors’ and right-of- 
way bills promptiy met. The directors see light ahead, and 
find themselves in position to negotiate for connectiuns, iron- 
ing and operating the read, and we hope to be able to announce 
something definite ia that direction before long.” 


Wisconsin Central. 

The St. Paul (Minn.) Press, of October 29, says: ‘“‘ Work is 
progressing at both ends of the line, but at the north end, 
which is through an exceedingly broken country, progress has 
been slow, and track-laying has been delayed, while an iron 
bridge 1,500 feet long is being built by the Buffalo Bridge Com- 
pany. ‘This will be a very substantial structure, and will cost 
$160,000. The grading is done for six miles south of the bridge, 
leaving 21} miles to be built to reach Penoka Gap. Working 
from the south, the road is completed 50 miles north of Ste- 
vens’ Point, and ten miles more will be completed this month, 
leaving a gap of 91 miles to be built to reach the gap, making 
112} miles of uncompleted road.” 


Piedmont Railroad. 

There has been‘a report this week that the Treasury Depart- 
ment has sued for the possession of this railroad, which extends 
from Danville, Va., southwestward to Greensboro, N. C., about 
50 miles, and forms the southern end of the Richmond, Dan- 
ville & Piedmont Railroad. The claim is that the road was con- 
structed by the Confederate Government during the war, that 
it was the property of that Government and not of any corpo- 
ration, and as such became rightfully the eeu of the United 
States at the close of the war. On the other hand, it is reported 
that this question was fully investigated by the Government at 
the close of the war, and that it was decided that it had no 
shadow of claim to the road. 


Golden, Oolorado, Railroads. 

In speaking of the railroads, actual and projected, connected 
‘with Golden, Colorado, the Golden (Col.) Zranscript says : 

‘Fast we have the Colorado Central, completed and casaing 
to Denver, fifteen miles, connecting at Denver Junction wit 
the Kansas Pacific, Denver Pacific and Boulder Valley Railroad, 
and at Denver with the Denver and Rio Grande: North, the 
Golden and Julesburg, under rapid construction, running 
through all the rich agricultural and coal region of Northern 
Colorado, via the thriving towns of Boulder, Longmont, Evans, 
Greeley and Green City to Julesburg, on the Union Pacific—210 
miles. The Golden & Northwest Railroad, a branch of the 
Golden & Julesburg, — from Longmont via St. Louis and 
Big Thompson, La Porte and Fort Collins, on the Cache-a-la- 
Poudre, to the Union Pacific, near Dale Creek—sixty-five miles. 
The Fort Collins & Greeley Branch, from the main line at Gree- 
ley to Fort Collins, through the rich valley of the Cache-a-la- 
Poudre, connecting with the Golden & Northwest Railroad— 
twenty-two miles. The proper papers for the two latter roads 
have been filed, and week upon them will be commenced in the 
near future. All of the roads just mentioned are of uniform 
gauge with their eastern connections, thus giving Golden the 
advantage of oe over all roads cast, north and west. 
Connecting with this uniform system for the plains, we have 
the narrow or three-foot_gauge for the mountains. The Colo- 
rado Central, Westera Division, to Black Hawk and Central, 
twenty-four miles, now completed and running to within five 
miles of Black Hawk, and work rapidly progressing upon the 
remainder of the road. The Georgetown Branch, twenty miles 
up the south fork of Clear Crock. This has been located, and 
if the bonds asked of Clear Creek are voted on the 13th of No- 
vember, work will be commenced upon it at once. The Idaho 
& South Park road, from the Georgetown Branch to South Park— 
sixtv miles. An examination has been made of this road, and 
the proper papers filed. South, we have the Golden & South 
Platte Bailvoa, crossing the rich valley of Bear Creek, striking 
the Denver & Kio Grande, narrow gan e, in Platte Valley, at or 
near Littleton—eighteen miles. This has been surveyed, and if 
the proper encouragement is given work will be pushed upon it 
this winter.” 

Cairo & Vincennes. ie 

The extent of track laid on the evening of the 5th inst. was 
130 miles—39 miles more than we reported lastweek. The 
Evansvilie Journal of October 30 says : : 

‘Our friend, Major Morrill, has pushed the work on this 
road with an energy and success that seem marvelous. Work 
was begun on the road on the first of last March. At the pres- 
ent time 128 miles of track have been laid, and on and after 
November first trains will run regularly from the Wabash 
bridge to the tunnel, a distance of 103 miles. Some idea may 
be had of the magnitude of the work by stating the fact that 
one thousand car loads of iron have béen shipped from our city 
alone. . 

‘* Major Morrill says he will have all the track on the entire 
line laid by December 1, and he expects to have the bridge over 
the Wabash completed by the same time. The tunnel will be 
finished by December 15, and trains will be running regularly 
between Cairo and Vincennes by.Christmas. This brie! sum- 
mary of the work that has been accomplished within nine 
months, is of itself a great compliment to the energy and abili- 
ty of the Superintendent and contractors, as well as to Messrs. 
Winslow & Wilson, who have furnished thé money as it was 
wanted. General Winslow, in particular, is establishing a 
reputation as a railroad man second to thatof no other in tho 
West.” 

Mexican Qentral (Texas) Herald reports that this company 
has consolidated its interests with those of the International 
Railroad Company in Mexico. “ 


Chicago & Saginaw. } : 
A company has been organized to build a railroad from Fruit- 
port, on the Chicago & Michigan Lake Shore road, 116 mniles 
north of New Buffalo, to Saginaw. A. H. Morrison, General 
Manager of the Chicago & Michi Lake Shore Railroad, is 
Prosident of the new company ; t. E, L. Craw, of Fruit- 





port, Vice-President, and Dwight Klinck, Secretary. It is said 
ae watt upon this line will commence from Fruitport about 
anuary 1. 


Michigan Midland, 

This line is to be ironed from St. Clair to the Grand Trunk 
Railroad at Ridgeway this fall. Docks are now being built at 
St. Clair. Arrangements have been made with the Grand 
Trunk Company for a connection at Ridgeway. The distance 
from St. Clair to Ridgeway is about 15 miles. 


Grand Rapids & Indiana. 

On the main line the track is laid to a point a mile and one- 
half south of Fyfe Lake, which point is about 25 miles north of 
Clam Lake, the late terminus, and 121 miles from Grand Rapids. 
On the Traverse City Branch, iron is laid about 11 miles from 
Traverse City on the north end and about one mile from the 
junction on the southend. This branch will probably be com- 
pleted by November 10. 


Jackson, Lansing & Saginaw. 

The officers of the Michigan Central Company have accepted 
the section from West Branch to Higgin’s Lake in Roscommon 
County, a distance of 24 miles. Higgin’s Lake is 92 miles from 
East Saginaw and about 100 miles south of the straits of Macki- 
naw. 


Marquette, Houghton & Ontonagon. 

Work on the Western Division, from Lake Michigammi to 
L’Anse is progressing well. Messrs. Wells & Goodrich, the 
contractors, have about 1,000 men employed. 


Mineral Range & L’Anse Bay. 

The subscriptions to the stock amount to $100,000. A special 
meeting of the stockholders was held October 25, to consider 
the propriety of amending the articles of incorporation so as 
to make the terminal points of the road Copper Harbor and 
some pointon the Ontonagon River. Work is progressing on 
the first section of the road from Calumet. 

Peninsular. 

The track has been laid about 16 miles west of South Bend, 
Ind., leaving some 27 miles yet to be laid to complete the road 
to the connection with the Pittsburgh, Fort Wayne & Chicago 


Railway at Valparaiso. Sufficient iron has been purchased to 
lay all the track. P 
Detroit & Bay Oity. 

A branch road is to be built from Lapeer, Mich., through 
North Branch to a point on Lake Huron. The company ask 
$75,000 from the citizens between Lapeer and North Branch, of 
which $60,000 has been raised. Work will begin as soon as the 
contract s are let, anda section of six miles irom Lapeer is to 
be built this season and the rvad finished inthe spring. This 
branch would be about 50 miles long and passes through an 
extensive pine region. 


Ohicago & Michigan Lake Shore. 

Work is vag boy on the line from Muskegon to Big Rapids, 
which by the late consolidation has become a brauch of the 
Chicago & Michigan Lake Shore road. About $120,000 has been 
raised in stock subscriptions and donations, which sum must 
be raised to $200,000 to secure the completion of the road. 


Owosso & Northwestern. 

This line has ae been surveyed between Alma, Mich., 
and Mount Pleasant, and it is expected that work will soon be 
commenced on that section of the road. In addition to the 
$25,000 required of Mount Pleasant, the village of Sa4t River 
has voted $11,000, on condition that the road pass through 
that village. 


Grand Haven & Alpena. 

The company heretofore known as the Grand Rapids, Rock- 
ford & Greenville has made a change in its proposed line. The 
town of Alpena has been selected as the terminus on Lake 
Huron, and, the arrangements with Grand Rapids having fallen 
throngh, it is proposed to take the line to Grand Haven. 


Mansfield, Coldwater & Lake Michigan. 

The Detroit Zribune of October 31 says : 

*‘ Work is stea tily going forward on this line at the southern 
end. It is expected that the cars will be running from Mans- 
field to Tiffin by November 1. Twenty carloads of iron have re- 
cently arrived. Well informed gentlemen de not appear to feel 
very sanguine about the extensfon of the line to the north. The 
road-bed from Coldwater to Marshall is almost completed, and 
the ties are ready te be laid. The bridge across Rice Creek is 
finished, and that across the 00 is about done. The 
matter of laying the iron wil), however, undoubtedly be post- 
poned until next year.” 


Flint & Pere Marquette. 

_ A branch 1s about to be built to South inaw, and another 
is now being buiit from Orient to Wise’s Mill in Orient town- 
ship. Orient is 17 miles east of Reed City. 


Southern Maryland. 


The engineers have completed the survey for this road from 
Point Lookout northwest by way of St. ere River to a june- 
tion with the Pope’s Creek line of the timore & Potomac 
Railroad in Prince George’s County. A considerable force of 
men and carts is at work between Leonardstown, St. Mary’s 
County, and Mechanicsville, and there is every prospect that 
the road will be built at once. 


Adrian & Detroit. 

This road is progressing steadily, and it is now understood 
that the Grand Trunk Junction will be the northern terminus 
of the road. A considerable number of donations has been ob- 
tained from the towns along the line, and it is probable that 
the road will be constructed without delay. Towns along the 


line of the proposed extension of the in Ohio have voted 
$120,000 of aid. 


Cleveland, Golumbus, Cincinnati & Indianapolis. 

The Cleveland (Ohio) Plaindealer says : 

“The Cleveland, Columbus, Cincinnati & Indianapolis Rail- 
way Company is making of that place of waste land lying be- 
tween Central way and the Cuyahoga River (called Central 
tract on the city maps) one of the most valuable pieces of land 
on the Flats, by the improvements that are being made and 
projected thereon. The piece contains about forty acres, and 
was bought by the company for $500,000. The intention is to 
expend $250,000 more in improvements. 

‘This land is almost in the center of the city, and is only half 
a mile from Superior street, and for the ~~ for which it is 
to be used is one of the best places in the city. The property 
is to be devoted to handling coal, stone, iron ore and heavy 
freights. The main object is for the accommodation of the 
Fey ag Valley coal and the transfer of it to other roads and 
vessels, 

‘* An iron bridge has been built across Scranton avenue, near 
the Atlantic & Great Western depot, which is to be cunnected 
by a raised staging, with a new draw-bridge built across the 
river. On the other side tracks are to be laid to all parts of the 
grounds as needed. 

“A new slip, a thousand feet in length, has been dug from 
the river through the middle of- the land, and is to be docked 
on both sides. Its depth is the same as the river, so that the 
largest vessels can pass into it. It is large enough to accom- 
modate six vessels at once. Other are to be made as fast 
as needed. The whole of the river front is also to be docked, 








» that in all there will be over four thousand feet of river 
ontage. 

‘Tt is intended to run the cars of the various roads into these 
yards for loading, and to make this place the center of coal and 
iron operations in this city.” 

” * * * . 7 
“These improvements are being pushed forward as tag we 
as possible, and it is intended the cars will be discharging the 
joads in a few weeks on these docks. A large number of men, 
two pile-drivers and a dredge are at work at present.” 


Oincinnati, Lafayette & Chicago. 

The Lafayette Courier says: “The Lafayette, Kankakee & 
Chicago Short Line has closed a contract for the transportation 
of 9,000 car-loads of building-stone from Cincinnati for the new 
government structure at Chicago. This will give this road a 
stone-train every day for the next three years. A large stone- 
yard, with immense cranes for uuloading, has been provided at 
Chicago, and the special facilities created for the Short Line 
has already induced other large contracts for the transporta- 
tion of building-stone to Chicago. Three of the largest stones 
for the government building at Chicago weigh nineteen tons 
each, two weigh sixteen tons each, and three weigh seventeen 
tons each. Each stone will require two cars, boited together 
with strong timbers.” 


Northern Pacific, 

A telegram from Washington dated November 1 says: 
“Enoch Totten, on behalf of the State of Wisconsin, to-day, 
filed a bill before the United States Supreme Court, for an in- 
junction restraining the Northern Pacitic Railroad and the city 
of Duluth from building a dyke across the head cf Superior 
Bay from Superior City to Duluth, and to compel the removal 
of the obstructions already constructed there. The usual or- 
der granting a temporary injunction was made. This is a con- 
tinuation of the fight between the cities named, which has 
been in existence for several years.” 

The Executive Committee of the company returned October 
30 from a tour of inspection of the road in Minnesota and Da- 
kota, as also of the St. Vincent Branch. They report both 
roads well constructed. The rails were laid on the Northern 
Pacific 175 miles west of the Red River, and the track was to be 
completed to the Missouri River, 455 miles west of Lake Supe- 
rior, in about 15 days. 

Berks Oounty. 

The directors of this company recently passed over the line 
of the road with a number of invited guests. One-half the road, 
or 20 miles, is now under contract, and the remaining section 
of 20 miles ia to be let very shortly. The road, which will ex- 
tend from Reading, Pa., north to Silatingwa, on the Lehigh 
Valley road, traverses a very rich iron region. At the famous 
Moselem iron ore banks 40,000 tons of the richest ore are now 
taken out of the mines a year, and it is expected that by the 
time the new road is completed the mines will be worked 80 as 
to secure 50,000 tons. It is the intention of the Berks County 
Railroad Company to build a narrow-gauge railroad from the 
furnace to the mines, a distance of 2} miles. At Lenharteville 
are large charcoal furnaces, which will be converted into anthra- 
cite furnaces as soon as the railroad is built. At this point there 
is also a large stone quarry, while at Lynnport very extensive 
slate quarries are worked. The country aloug the line of the 
road is generally rich, and a Jarge local traffic is expected, in 
ooaien to the coal trade, which, it is thought, will be very 
arge. 


Saginaw & St. Louis. 

This road is now completed to Porter's, and lumber trains run 
eastward from Hemlock City. The contract is let for the depot 
buildings at St. Louis, andit is expected that cars will run to 
that point in about six weeks. 

Michigan Air Line. 

The Detroit Tribune of October 31 says : 

“The suits pending for some time past between this company 
and the Youngs, contractors, have been settled. The company 
have agreed to pay the Youngs $250,000 in ten years, with in- 
terest, and give them secnrity. They in turn surrender the 
stock of the company held by them to the amount of $900,000, 
and it has been cancelled.” ; 


Maine Oentral. 

The Portland Press has positive assurances from a director 
of the Maine Central Railroad that the report of the acqnisi- 
tion by Boston parties of a majority of the stock of that road is 
incorrect, all the stock before held there, with the addition of 
that sold by Mr. Dunn, being much less than a majority.” The 
editor 1s further assured that there is no possibility of the con- 
trol of that road passing out of the hands of citizens of Maine. 
The apprehension of a lease of the road to either of the Boston 
roads is stated to be absolutely without foundation. 


Grand Trunk ' 

Mr. Richard Potter, the President of this comp-ny, at a din- 
ner given to him in Toronto a few weeks ago, spoke as follows 
of this road : 

** When he had visited this country three years ago, he saw 
that the only hope was to take the plan of liberality and gene- 
rosity and put the line into such a condition as to make it 
adequate to the wants of this country, and equal to the need of 
the people of Canada. Since 1869 the stockholders had spent 
upn this railway, under Lis advice, from their capital account 
upwards of $5,000,000. They had done more than that. They 
had laid last year 15,000 tons of steel rails, and after paying all 
expenses had earned £60,000 or £70,000 sterling, and this year 
they hoped to realize £150,000 sterling after paying expenses; 
yet he had persuaded the companyto spend these two sums on 
the road for the purpose of making-it more passable and put- 
ting it in better order. (Cheers.) He would, therefore, claim 
an acknowledgment of these t services rendered them by 
this jine; and some appreciation of the efforts which wopld be 
requisite before the railway was put into that condition which 
was necessary for this country. (Cheers.) The company had 
now under contract steel raila enough to lay 300 miles of the 
road, which were to be used in the next two years. From the 
fact of Mr. Brydges being a Commissioner of tho Intercelonial 
Railway, be was enabled to purchase stee! rails at somethin, 
like the same terms they had been purchased for that roel 
He (Mr. Potter) had traveled through Nova Scotia and New 
Brunswick, and he intended to go over the greater part of 
Canada, and it would be his duty when he returned home to 
England to give the proprietors of the Grand Trunk Rail 
au account of what he had seen. It concerned the people 
of Canada as much as it concerned the proprietors 
of the Grand Trunk Railway that the line should be 
in order, and he hoped they would lend their sympathy and 
assistance iu the matter. He would represent to the sharehold- 
ers that they must lay the whole linc from one emi to the 
other with steel rails, and have it so modified that passengers 
could travel from Toronto to Montreal in ten hours. rat 
these efforts should be successful concerned the people of Can- 
ada, who were at present very large promoters of railways, 
some of which were nearly as important as the Grand Trunk, 
and if these roads should yield nothing, then great discoura 
ment would fall upon Canadian enterprises. In regard to t 
management of the road, for the first year it had been rome | 
iu the hands of @ Canadian board. He would say, and say it 
publicly too, that carrying goods at the rate it did for Canada 
alone, it would not pay its working expenses. it were con- 
fined to the local business arising from the imperial cities of 
Montreal and Toronto, if it were confined to the local traffic of 
Canada aud the traflie arising therein, not going te Michigan 
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and other places, the Grand Trunk would not pay its working 
expenses. They had therefore been —- rafiic from the 
Great West. Out of the gross receipts of the Great Western 


Railway about seventy per cent. of the profits were received 
from through traffic, and only thirty per cent. from Canadian 
traffic. As Canadian business increased, the Grand Trunk 
Railway Company would abstain from American, and devote its 
business to Canadian traffic, provided it got enough to d». 
The managers had done the best they could to provide the rvad 
with an honest and skillful management. He had a confirma- 
tion from his friend, Mr. Allport, and he was of the opinion that 
the management of the road, upon the whole, had been skillful 
and honest. He hoped and trusted that Mr. Brydges would 
infuse into all of his servants an anxious desire to conduct the 
railway with satisfaction to the company and to the people of 
Canada. He hoped that any man who did his duty would be 
rewarded by Mr. Brydges, and that he would dispense with 
those who were unfaithful.” 


Prince Edward’s Island. 

The government of this colony will receive proposals until 
the 19th of December next for the construction aud equipment 
of 50 miles of its railroad (3ft. 6in. gauge), the Western Exten- 
sion to Tignisli, 12 miles, 2nd the Eastern Extension from 
Mount Stewart to Souris, 38 miles. Plans and specifications 
may be seen at the engineer's office in Charlottetown. Pay- 
ment will be made in the colony’s 6 per cent. bonds, payable in 
30 years. . 

Macon & Augusta. 

At a recent meeting of this company, the President, antici- 
pating his annual report, which was to be presented at an ad- 
journed meeting, said that the business of the road had in- 
creased about 50 cent. during the year, and.that it was in good 
condition. He regarded the road as haviug scen its worst 
days, and that it would soon become a paying investment. The 
adjourned annual meeting will be held November 12, 


Dividends. 

The following dividends were paid in Boston, November 1: 
Cedar Rapids & Missouri River, on common stock, 14 per cent. 
(hieretofore‘14); Cincinnati, Sandusky & Cleveland, on pre- 
ferred stock, 3 per cent.; Concord Railroad, 5 per cent. ; Man- 
chester & Latvrence, 5 per cent. ; Nashua & Lowell, 5 per cent.; 
Vermont & Massachusetts, 2 per cent. 

November 4, the New Bedford & Taunton paid 6 per cent. 

November 11, the Boston, Concord & Montreal will pay 3 per 
cent. on preferred stock. 

November 15, the Boston & Maine pays 5 per cent., and inter- 
est’at 6 per cent. on the amount paid in on the new issue of 
$2,000,000 of new stock for the Portland Extension ; the Bos- 
ton & Albany pays 5 per cent. ; the Boston & Providence, 5 per 
cent. ; the Boston, Concord & Montreal, 3 per cent. on pre- 
ferred stock. 

Pacific. 

Tera :. the Texas end of the road is being pusbed forward 
with great vigor. A large number of men is already at work, 
and more are to be put on the roadas fast as they can be hired. 
The contracts has been let for the bridging and ticing of 500 
miles of road. A contract for a telegraph line from Longview 
to Dallas, Tex., has been let, and also one for a line from Mar- 
shall via Texarkana, J. H. Creighton being the contractor on 
the latter line. A depot of supplies has been established at 
Dallas, and a portion of the supplies needed will be bought at 
Galveston. es 

The gauge of the road now built trom Shreveport, La., to 
Longview will be changed from 5it. Gin. to 4ft. 8}in. as soon as 
the necessary material can be brought up Red River to Shreve- 
port. 

We have been shown a letter, written from Camp Grant, Ari- 
zona, October 13, by one of the engineers, in which he says: “‘1 
have just finished running 25 miles of the most infernally 
crooked line that can be found in the Territory—through the 
canon of the Arivaypa River. This has been filed as the route 
of the road. The main party are running from Railroad Pass 
down the San Pedro. It was found impossible to get the wagons 
through the canon,so 1 was provided with a male outfit and 
left to get through the best I could with sevea men, In the 25 
miles there will not be more than eight of tangents, grade aver- 
aging 48 feet, with one mile of 60; work exceedingly heavy 
(compared with that on eastern portions of the line). I got 
through in 13 working days. We were ordered out of Apache 
Pass, after lying there 25 days for an escort, and ran through 
Railroad Pass into the arroya of the Arivaypa to the head of 
the canou—a distance of 90 miles throngh the worst Indian 
country in the ‘Territory—without any protection.” 


Vicksburg, Oanton & Yazoo City. 

Ground was broken for this road near Canton, Miss., October 
14. The company expect to have 25 miles of road completed by 
February 15, 1873. 


International. 

The Jefferson (Texas) Times says that this road is compietod 
to Jacksonville, and that the grading is finished to Longview. 
Jacksonville isin Cherokee County and is 13 miles beyond 
Neches, the late terminus, and 118 miles from Hearne. 

The New Orleans Picayune says : 

**Pho International Railroad will not go through Austin, but 
will rua from Hearne to San Antonio via Now Braunfels, ieav- 
ing Austin twenty miles to the northwest, and saving tho com- 
pany a million dollars.” 


Hempfield. 

The engineers have located the extension of this road to 
Dawson's station on the Pittsburgh, Washington & Baltimore 
road, crossing the Youghiogheny River at that point. The 
completion of this road will give the Baltimore & Ohio Compa- 
ny a second line from Cumberland to Wheeling. 


Allegheny Valley. 
A secoud track is to be laid on this road from Pittsburgh to 
Redbank, the junction of the Bennett's Branch Extension, 


Hancock & Broad Top. 

Engineers are surveying a line for a railroad from Hancock, 
Md., througa Fulton County, Pa., to the Broad Top coal region. 
Hancock is on the Baltimore & Ohio road, 122 miles west of 
Baltimore, and the projected road would probably be a branch 
of the Baltimore & Ohio. 


Muskegon & Big Rapids. 

The stockholders of this company have ratified the agree- 
ment ot consolidation with the Chicago & Michigan Lake Shore 
Company. The stockholders of the latter company having also 
ratified the agreement, the t*o companies are now one. 
The name of the company will continue to be the Chicago & 
Michigan Lake Shore. 


Boston & Albany. 

The Albany (N. Y.) Evening Journal, of October 31, says : 

“The vast extent of the business transacted by the Boston & 
Albany Railroad is hinted at in the following facts and figures : 
Its pay-roll now bears the names of between 5,000 and 6,000 
employees; its rolling stock consists of 208 locomotives, 145 
passenger cars and about 4,000 freight cars ; on Monday of last 
week there passed over the road east from Pittsfield 746 freight 
cars ; its consumption of bituminous coal for the year ending 
the 1st inst. (besides the amount of anthracite for the station- 
houses, &c., and 36,000 cords of wood) was 96,000 tons ; the sim- 
ple increase of business of 1872 over 1871 is more than the 
entire earnings of the Western and Worcester roads in 1846; 





aud its total earnings the present year are more than a million 
of dollars in excess of those of 1871. 

“When President Chapin was last in Europe the directors 
authorized his purchase of such an amount of steel rails as he 
deemed to be required for the road and warranted by its 
finances. He bought 9,000 tons, at a cost of less by over 
$200,000 than their market price to-day. Of these 4,000 tons 
will be delivered this year. and 5,000 the next ; and when these 
rails are laid (and there wiil be no delay in laying them), more 
than one-halt of the extent of single ‘track will be of steel.” 


Sioux City & Pembina. 
The Sioux City (Iowa) Times says that work has beon re- 
sumed on this road. 


Western Narrow Gauge. 

Texas papers report that some St. Louis capitalists have 
taken an interest in this proposed Texas road, and that work 
will soon be commenced. 


Wakarusa Valley. 

The track on this road is now laid for about 14 miles west by 
south from Lawrence, Kansas. The second bridge over the 
Wakarusa has been completed, and nearly all the grading is 
done. The length of the road, from Lawrence to Carbondale, 
will be about 28 miles. 


Junction City & Fort Kearney. 

‘This new branch of the Kansas Pacific road, from Junction 
City, 138 miles west of Kansas City, Mo., is located up the Re- 
publican Valley to Concordia, about 75 miles. Work on the 
grading is going forward rapidly, and track-laying was to be be- 
gun this week. 


New York Central & Hudson River. 

The Watertown (N. Y.) Reformer says: 

‘*The work of laying thie third or freight track on the New 
York Ceutral Railroad is being pushed rapidly between Frank- 
fort and Herkimer. A considerable portion of track has been 
laid between Ilion and Herkimer, another small portion put 
down between Frankfort and Herkimer, and quite a distance 
graded wholly or in part ketween the litter two places. The 
track will probably be nearly laid from Herkimer tu Utica this 
season, judging from the progress made so far.” 


Ascutney. 

The town of Springtield, Vt., has voted to issue 6 per cent. 
bonds tu an amount equal to five times the grand list of the 
town, to aidin the construction of this road from the Connecti- 
cut River up Black River valley to North Springfield and 
thence to some point on the Rutland Railroad. No bonds are 
to be issued until the whole amount necessary to build the road 
is provided, aud then the money is to be paid over as fast as 
the rosd is completed, a proportional amvuuut to be paid over as 
each mile is fluished. 


Bridgeton & Port Norris. 

The last rail has been laid on this road and trains will com- 
mence running in about two weeks. The road extends from 
Bridgeton, N. J., by a somewhat circuitous route to Port Nor- 
ris, near the mouth of Maurice River, a distance of 214 miles. 


Lake Shore & Tuscarawas Valley. 

The Cleveland (Ohio) Herald of October 29 says: “The track 
is laid as far as Strasburg, save a gap of two miles near Massil- 
lon, where there was quite a steep grade to be arranged. If 
the contractors are out of the way, as was expected, it will be 
finished by Tuesday evening. There is iron enough at Massil- 
lon tu complete the road as far as New Philadelphia. The 
burning of the Cambria Tron Works in-Pennsylvania will de- 
tain the last thousand tons of iron, which were to be used be- 
tween New Philadelphia and Urichsville, the last nine miles of 
the road. Along the entire route the ties are ready, and the 
bridging and gradiug are about finished. The burning of the 
mills will not detain the iron later than the middie of Novem- 
ber, and by the first of December the managers hope to have 
the road finished as far as Urichsville, where it connects with 
the Pun Handle road. They are also actively engaged in locat- 
ing the stations and switches, and preparing for the business 
of the road.” 

* * * - ~ 

“In fifteen days the cars will be ruaning as far as Massillon, 

and to Canal Dover by the middle of November.” 


Painesville & Youngstown. 

The entire line is uow uuder contract, Mr. E. Dorragh, of 
Painesville, Ohio, having the contract from Chardon to Farm- 
ington, a distance of 21 miles. His contract includes the ma- 
sonry and laying of track as well as the grading. 


Western & Atlantic. 

The Atlanta (Ga.) correspondent of the Savannah News 
Bays: 

. railway man of intelligence and integrity, who was in 
Chattanooga last week, says he did not see one freight car 
there from Nashville or Louisville; whereas heretofore the 
track was crowded with trains from these points. The comple- 
tion of the South & North road to Montgumery has diverted the 
entire Western business of Alabama from the old route over the 
State road, and to that extent the freight avd passenger tr:flic 
on that road bas been curtailed. Nearly all the western busi- 
ness of Alabama—its heavy shipments of corn, wheat, bacon, 
hay, horses, mules, etc.—formerly passed over the Western & 
Atlantic Railroad, and contributed large'y to its profits. The 
loss of that business must materially diminish the revenue of 
the road, and thus depreciate the value of the lease itself. The 
completion of the Air-Line road from this city to Charlotte, 
N. C., will also have an injurious effect upon the business of the 
State road. Shares in the lease do not rate so high now as they 
did a few months ago.” 


Blue Ridge. 

Two spans of the bridge over Twenty-three Mile Creek, near 
Pendleton, S. C., were destroyed by fire on the night of Ucto- 
ber 23. It will take some time to replace the bridge. 


Wilmington & Weldon. 
The thirty-soventh annual meeting of tho stockholders of 
this company will be held at Wilmington, N. C., November 27, 


New Bedford & Taunton. 

The Boston Advertiser says : 

“The purchase of the New Bedford.& Taunton Railroad by 
the Boston, Clinton & Fitchburg Railroad corporation is the 
latest and most notable achievement of the railroad managers 
who have succeeded in binding together several of the leading 
manufacturing cities of the Commonwealth in a closer union, 
which has been alike profitable to themselves and serviceable 
to the manufacturing interests of the localities accommodated. 
The present transfer is hailed with lively satisfaction in New 
Bedford, which has been steadily increasing its manufacturing 
facilities during recent years, and now hopes for a new era ot 
prosperity, in which the fast-declining whaling interest will 
be more and more subordinated to enterprises of home produc- 
tion. Among the results of the transfer which are spoken of 
are the establishment of a daily line of steamers to New York 
and the building up ofa large coaling trade. Whether these 
hopes are likely to be realized we donot know, but the prom- 
ised extension of the railroad to the city wharves would seem 
to portend a certain enlargement of New Bedford commerce. 
Promises are held out that western freight will be delivered 
there at the same price it is delivered in Boston.” 


The New Bedford & Taunton Railroad extends between the 





two towus named, a distance of 21 miles, with a branch from 
West Wareham to Fairhaven, 15} miles Jong, making in all 364 
miles of road. The Boston, Clinton & Fitchburg Company owns 
a line from Fitchburg to South Framingham on the Boston & 
Albany road, 42 miles long, and leases the Framingham & Lowell 
road, from South Framingham to Lowell, 26 miles, and the 
Mansfield & Framingham road from South Framingham to 
Mansfield, 23 miles, thus owning lines from Mansfield to Fitch- 
burg and Lowell. Itsiine does not connect directly with the 
New Bedford & Taunton, the gap of 11 miles from Mansfield to 
Taunton being filled by the Taunton Branch Railroad, which is 
owned by a separate company. ‘The purchase or lease of this 
road, in connection with the New Bediord& Taunton, would be 
required to make the Boston, Clinton & Fitchburg Company’s 
line to tide-water. 


Philadelphia & Morristown. 

The Watertown (N. Y.) Reformer says that the track is 
laid from Philadelphia, N. Y., to ‘Theresa, a distance of about 
seven miles, and trains will be put on as soon as the ballasting 
is done. Work is going on between Philadelphia and Briar 
Hill, and the grading will be finished to the latter poiut, four 
miles south of Morristown, by the end ot November, except 
for a short distance at Morgan Hill and Mud Lake. Phiiadel- 
phia is on the Rome, Watertow:: & Ogdensburg Railroad, 18 
miles west of Watertown, and Morristown is on the St. Law- 
rence River, 48 miles below Cape Vincent. The distance be- 
tween the two points is about 35 miles. 


New Bedford & Fall River. 


Surveys have been made fora railroad from New Bedford, 
Mass., to Fall River, a distance of about 14 miles. The present 
railroad connection between these two towns, by way of the 
New Bedford and Tauntov and Old Colony roads is very indi- 
rect, being about 26 miles long. 


South Mountain. 

Work on this road, from Harrisburg, Pa., to Hamburg, is 
progressing, and itis expected that the grading from Jones- 
town to Rebrersburg, 13 miles, will be finished this season. A 
large force willbe put on in the spring. 


European & North American. 

The Portland (Me.) Argus says of the proposed consolida- 
tion of the Maine and New Brunswick companies of this name : 

‘**The Maine Company have issued $3,000,000 of debentures, 
and the Province Company $2,000,000; the former is paying 
working expenses and interest, and the latter only working ex- 
venses. The united companies would assume all outstanding 
iabilities, aud add $1,000,000 of debentures, to pay small debts, 
and make the needed increase in rolling stock. The new board 
would consist of thirteen members, eight from Maine and five 
from New Brunswick. One-half the whole amount of deben- 
tures would becovered by lands in Maine and New Brunswick. 

“This arrangement it is claimed would lessen expenses and 
improve the service. If approved by the stockholders it will go 
into effect December 1.” 

The two boards finally agreed upon cousolidation November 
1, and meetings of shareholders were to be held to ratify or re- 
ject it on the 8th. 


Bangor & Oalais Shore Line. 

Mr. J. C. Talbot, one of the directors of this company, says 
that a proposition has been made by a New York construction 
company to build this road. Said company offers, if the towns 
or individuals on the road between East Machias and Bangor 
will take in actual bona fide stock a sum not less than $250,000, 
they will take an equal amount, and contract to build a first- 
class three-feet-gauge road, and thoroughly equip and furnish 
rolling-stock of the first class (a schedule of which is given) 
for $20,000 per mile, and have the road completed from the 
eastern shore of the Penobscot to East Machias, a distance of 
78 miles, by the ist of December, 1873, and upon the same 
basis to complete the road through to Calais. The railroad 
company are to accept or reject said offer by the 2ist Novem- 
ber, 1872. The towns on the line of the road have already 
voted to take $200,000 in stock on condition that the sun of 
$500,000 in stock is provided for. The company asks the city 
of Bangor to raise $50,000, either by municipal or individual 
subscription, and also to take measures to have the bridge across 
the Penobscot completed by the time the railroad is finished. 


Baltimore & Potomac. 

The work on the line to Popo’s Creek is nearly finished, and 
the first passenger train passed over the line October 22. The 
ballastiny is going on as fast as possible, and regular passenger 
and freight trains will begin to run about January i. There 
are as yet no buildings of any kind at the Pope's Creek termi- 
nus, but it is believed that its situation on deep water, at the 
terminus of the railroad, will soon cause a town to grow up. 
Pope’s Creek is 73 miles from Baltimore and 51 miles from 
Bowie Junction, where the line to Washington diverges from 
the Pope’s Creek line. Trains ure now running from Bowie 
Junction to Marlboro, about 17 miles. 


Detroit Tunnel. 

The Detroit Tribune, of October 31, says: 

**On Saturday last the half of the drainage tunnel which is 
being excavated under the river from this side was compicted, 
it now extending out some 1,500 feet, and about to the centru 
of the stream. Onthe Canada side the workmen are out about 
100 feet, and have still some four or five months’ work to do 
before eftecting a junction with the finished section. The sec- 
tion on this side was commenced iast fall, and has therefore 
been about a yearin process of construction, while about 18 
months will probably have elapsed altogether before this ad- 
junct to the great railway tunnel is finished. When the section 
on this side was completed, the pumps and other apparatus 
were taken out, and brought up to the surface. The excava- 
tion is thoroughly bricked up, and is secure against accident, 
apparently, while the builders quietly await the completion of 
the other hali. It will, no doubt, fill up with water, but that 
can easily be pumped out when it becomes necessary to clear 
it. The work on the Canadian side has been obstructed by 
more difficulties than have been encountered on the American 
side of the channel, arising from water pouring in in great 
quantities and heavily charged with noxious gases, while many 
precautions have had to be taken against the caving in of the 
roof as the work progressed.” 


Shenango Valley, Youngstown & Chicago. 

This company was recently organized at Alliance, Ohio. The 
projected line commences at Wheatland, Pa., and runs to 
Youngstown, Ohio, thence across Mahoning County to Alliance 
where it connects with the Pittsburgh, Fort Wayne & Chicago 
road. Wheatland is on the Erie & Pittsburgh road, 68 miles 
from Pittsburgh, and the distance from that point to Alliance 

is about 40 miles, in a southwesterly direction. 


Buffalo, New York & Philadelphia. 

The cars are running from Buffalo south to Port Allezheny 
about 94 miles from Buffalo and within 24 miles of Emporium, 
Pa., the terminus of the road. The grading is nearly finished 
and a force of nearly 2,000 men is at work on the road. The 
track is being laid from both ends of the gap and it is hoped 
that the road will be completed by January 1. 


Oil Producers’ Railroad. 

The board of directors has held a meeting to consider the 
proposition of the Buffalo & Jamestown Company for the con- 
struction and operation of the two roads under one manage- 
ment, The result of the meeting is not reported. 





